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Following the line of thought expressed by the 
chief executive of the nation to the effect that regu- 
lation and restraint of corporations have reached a 
point where we can stop awhile and the time be de- 
voted to development and strengthening of confi- 


dence in domestic resources, a writer who is quoted 











in another column offers some suggestive points 
lor consideration. Probably the most striking 


point, especially in this connection, is that the popu- 
lation of the United States is only 28 per square 
mile, compared with the United Kingdom’s 342, 
France’s 188, Germany’s 306 and Austro-Hungary’s 

The conclusion of the writer, who presumably 
is speaking with the authority of the Railway Busi- 
ness Association, is that the need of the country is 
more railroads. This is undoubtedly so, subject to 
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certain limitations. But some of the limitations 
are being removed so far as the great thinly settled 
sections of the country are concerned. Where a 
few years ago were only. vast almost uninhabited 
tracts of country, or, at best, only immense ranges 
numbering their acres in tens of thousands, are now 
small farms of five, ten, twenty, forty, eighty, or 
possibly one hundred and sixty acres, and the 
larger units are still being rapidly cut into small 
ones. So long as this process continues it will be 
a standing invitation to the construction of more 
highways of transportation, and the two together 
mean the substantial development of the country’s 
resources, s 


ON HIGH AND LOW RATES. 


Through the mouth of a fictitious Si Hawkins, who 
is described as a plain farmer whose matriculation as 
a student of economics was to a wagon up to the hubs 
in the mud and whose subsequent studies were pursued 
between the handles of a plow, but who, nevertheless, 
charges with reasoning in a circle a high-browed pro- 
fessor who said the high cost of living is due to freight 
rates, one of the larger railroads makes a statement 
tending to show that much of the farmer’s loss of profit 
and the accompanying high cost of his product are due 
to bad roads and not to high cost of transportation by 
rail. Si also did some figuring when he was hauling 
a load of hogs to town. At the rate of $3.50 per day 
for team and driver, with no allowance for maintenance 
or depreciation, he found it was costing him to haul 
his hogs about sixty-one times what the railroads would 
charge him for the same haul. Even when the roads 
were good and he could haul 2,500 pounds instead of 
1,500, the cost was still over thirty-seven times the 
cost of transporting by rail, and there was still no pro- 
vision for the feed and care of his horses, occasional 
repairs and oiling of his wagon, or for interest and 
depreciation on his plant. Our authority argues fur- 
ther that the difference in cost of hauling between good 
and bad roads showed a clear loss of seventy-five per 
cent, due to bad roads. His conclusion was to the 
effect that an effort to improve the condition of roads 
would be of more value, so far as the farmer is con- 
cerned, than an attempt to induce the railroads to 
lower their rates. 

As a collateral feature of his argument opposing the 
flat statement of his high-browed opponent, he cites 
the fact that on the way home he bought from the 
butcher for 52 cents two pounds of pork such as he 
had just before sold in the raw for 16 2-3 cents, and 
was not then prepared to say that a reduction in rates 
would have made quite as much of a difference as a 
shading of the middleman’s profit. 

Upon the associated matter of the futile attempt of 
the railroads to be allowed to increase their rates, a 
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Baltimore paper quotes a local railroad man as sug- 
gesting what he believed would be a good move. As 
reported, his suggestion is to the effect that the rail- 
roads once more apply to .the Interstate Commerce 
Commission for permission to advance freight rates, 
and.in case of refusal, for the roads to combine in an 
agreement not to run any more trains than might be 
necessary in order to hold their respective charters. 
[t is further pointed out that if railroad service was 
practically abandoned throughout the country there 
would go up such a protest from the public as would 
induce the Commission to permit a reasonable increase 
in rates. 

It is more than probable that the protest would take 
place. We can almost hear the little dogs howl. But 
there seem on off-hand consideration some little difh- 
culties in the carrying out the preliminary features of 
the program and some doubt as to whether the closing 
features of the performance would be exactly as sched- 
uled. It is difficult in these days to determine exactly 
how many trains a road would have to run in order 
to preserve the integrity of its charter rights, and 
there might arise some questions of discrimination in 
the process of determination. Then, again, it seems 
quite reasonable that the Commission might revolt at 
the use of these dark age methods of “stand and de- 
liver,” and might, therefore, suggest that such a state 
of revolution existed as to make it necessary for the 
federal government to intervene and take absolute con- 
trol. But this would not be a pleasant way of arriving 
at government ownership, even if the general public 
were convinced that such ownership were necessary 
eventually. 

The methods suggested may be conformable to the 
tactics of labor organizations, but will hardly appeal 
to the officers who-manage our railroads, however 
strongly they may believe that a raise in freight rates 
is desirable. 


MAY REVENUES SHOW DECLINE. 





The operating income of 57 railroad systems, 
representing a mileage of over 243,000 miles, fell off 
$2,186,902.72 during the month of May, according 
to reports just given out at the offices of the Inter- 
state Commerce Commission. Freight revenue only 
declined $4,624,897.28 ; other transportation revenues 
showed slight gains, which partially offset the loss 
in non-transportation returns. Expenses were re- 
duced over $2,000,000. 

Summarized, these figures show the following, 
as compared with the same period in 1910: 


1911. 1910. 
Items. Amount. Amount, 
Rail operations: 
Freight revenue ................-$158,436,587.40 $163,061,484.68 
Passenger revenue ....... ovee eee: tee, 051,901.46 52,304,959.29 
Other transportation revenue.... 16,748,261.31 16,590,537.50 


Nontransportation revenue ...... 2,076,591.22 2,382,893.06 


Total operating revenues....... $229,642,771.39 $234,339,874.53 
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Maintenance of way and structures $33,418,765.26 $ 36,036,14 




















Maintenance of equipment ....... 35,615,452.69 35,652,73 
veg ER a ee 4,858,868.64 4,759,271 
Transportation expenses ......... 79,614,478.51 80,284,485 
gs eee 6,284,963.85 5,757, 25¢ 
Unclassified expemses ............ 1,492.21 6,434 
Total operating expenses....... $159,794,021.16 $162,496.33: 
Net operating revenue.......... $ 69,848,750.23 $ 71,843,544 
Outside operations: 
TOU TEVORUON 660s ociceiecs. eseeS 5,286,677.97 $§ 5,356,251 
ee Pee Te Peer ee 5,097,514.60 5,200,057 
Net TrOVOnOGe Ami 1S. Ae ke $ 189,163.37 $ 156,19 
Total net revenue..............$ 70,037,913.60 $ 71,999.74 
One-twelfth annual taxes.......... 9,379,854.56 9,154,781 
Operating” MiCOme cassis ccesse $ 60,658,059.04 $ 62,844,961 








Mileage operated ........s06: miles 4243,170.04 $239,357 


#Includes 2,013.24 miles not in the United States. 
tIncludes 1,999.67 miles not in the United States 

The operating ratio advanced from 69.34 
09.58 per cent. 

Taking the detailed figures for systems operat 
over 5,000 miles of track, it is found that increas 
in freight revenues were confined to five—the | 
nois Central, Rock Island, Frisco, Southern a1 
New York Central lines. Decreases were report: 
by the Santa Fe, Atlantic Coast Line, Baltimore 
Ohio, Northwestern, Burlington, St. Paul, Gri 
Northern, Northern Pacific, Pennsylvania, South« 
Pacific and Union Pacific systems. Increases 
total operating revenues were shown only in 
Coast Line, Illinois Central, Rock Island, Fris 


and Southern. The showing for operating incon 


was some better. Increases were reported by 


Santa Fe, Baltimore & Ohio, Northwestern, lu 


lington, Illinois Central, New York Central, R 
Island and [Frisco lines. The increases were p 
ticularly favorable on the Baltimore & Ohio, 
Burlington and the Rock Island. All the other s 
tems previously mentioned showed declines. 
An analysis of the total-operating expenses 
vealed increases on the Coast Line, Illinois Cent: 
Rock Island, Irisco and Southern systems. | 
Santa Fe, B. & O., Northwestern, St. Paul, Hill a 
Harriman Lines, New York Central and Penns 
vania systems all had smailer total operating 
penses this May than in 1910. But three expen 
greater sums for maintenance of way and structu! 
in May, 1911, than in the corresponding period 
i910. These systems were the Northwest 
Southern and Union Pacific. In maintenance 
equipment, increased expenditures were made by) 
Santa Fe, Northwestern, St. Paul, New York ‘ 
tral and Rock Island lines. Traffic expenses w: 
greater this year than last on the Santa Fe, St. I: 
Illinois Central, Frisco, Union Pacific and South 
Pacific systems. Decreases were reported by 
other ten groups. In transportation expenses, 
outlay was greater this year than last on the C 
Line, Illinois Central, Frisco and Southern ro: 
General expenses, however, were increased on 
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Santa Fe, Coast Line, Northwestern, Burlington, St. 
aul, Great Northern, Illinois Central, New York 
(entral, Pennsylvania, Frisco, Southern, Southern 
acific and Union Pacific lines. 
In view of the present reports of retrenchment 
on leading lines because of unfavorable tonnage out- 
oks, comparative figures of increased or decreased 
revenues and expenses are interesting, even if not 
undue significance. Thus, in May of this year, 
the Atlantic Coast Line increased ‘its operating 
revenues $46,395.70, but increased operating ex- 
penses $51,061.87, as compared with figures for May, 
iygio. The Illinois Central made a somewhat better 
showing, increasing revenues $461,322.73, with an 
increase of only $112,477.87 in expenses. Figures 
ior the Rock Island are even more favorable; the 
. while the addi- 
tional operating cost was only $52,649.80. The 


increase in revenues was $265,882 


'risco showing was still more encouraging, the in- 
crease in revenues being $267,689.55, while expenses 
increased only $43,817.92. The Southern took on 
additional business on a less favorable basis; its 
operating expenses advanced $189,771.21, while its 
revenues were increasing $238,007.57. 

Turning to the systems that showed both de- 
creased operating revenues and expenses the follow- 
ing situation is revealed: Revenues from operation 
on the Santa Fe declined $336,380.99 ; expenses were 
curtailed $351,946.61. The Baltimore & Ohio lost 
$238,304.84 in revenues, but was able to lop off 
$822,788.16 from its operating expenses. On the 
Northwestern, the decline in operating revenues 
was $80,363.06; in expenses, $94,852.27. A reading 
of the Burlington figures is more favorable; the 
revenues declined $123,073.44; expenses, $644,049.15. 
On the St. Paul, the decrease in revenues was 
$507,854.39, against a decrease of only $361,120.30 
in expenses. The Great Northern showed a di- 
minution of $670,773.88 in revenues and $351,- 
230.54 in expenses. Tor the New York Central 
Lines, the decreases were $209,659.15 and $433,- 
809.38, respectively. The Northern Pacific reported 
a loss of $1,458,814.15 in operating revenues and a 
iall of $1,268,911.04 in expenses. For the Pennsyl- 
Vania system the figures were $1,173,369.94 and 
S980,917.64, respectively. The Southern Pacific had 
a decline of $712,202.85 in revenues and only $314,- 
732.46 in expenses, while the Union Pacific figures 
were $704.414.75 and $119,564.20. 

While, as before stated, these comparative 
Huctuations offer food for thought, those familiar 
with railroad operations and accounts would un- 
doubtedly point out that too extended deductions 
as to conditions would not be warranted from an ex- 
amination of returns for only one month. The 
losses or gains in operating revenues are absolute 
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and open no field for speculation. The same is not, 
however, true of expenses. In the very nature of 
things, these cannot be adjusted on the spur of the 
moment to every change in thé curve of income. 
Improvements may be under way that cannot be 
stopped without great loss; equipment may be 
in the shops, partially repaired, when a month opens 

n tne main, expenditures are not sus- 
ceptible to as ready a change as income. Even 
trarisportation costs, generally conceded to be the 
item in the operating budget most sensitive to sud- 
den fluctuations in business, may not, on their face, 
immediately advance or decline as operating 
revenues change. An increase of low grade tonnage 
might produce lower operating revenues with 
greatly increased transportation costs, while a vari- 
ation in the freight paying higher rates might pro- 
duce the opposite results. In other words, the 
failure of expenses to advance or decline with 
revenue in any fixed comparative ratio is no safe 
foundation for the expression of any general opinion 
as to the railroad situation, unless coupled with an 
exhaustive analysis of the conditions peculiar to 
each road, 

Despite this drawback, lump figures such as 
here given will be undeniably suggestive, if not 
conclusive. To many, the fact that, even in one 
month, one system lost over $700,000 in business, 
while it was able to curtail expenses of doing busi- 
ness less than $120,000, will probably go a long 
way in explaining why certain railroad officials 
appear to find the laborers plenteous, but the har- 
vests few, and are cutting their hands to their 
acreage. 


Still Checking Over Rates 


Latest advices from transcontinental lines affected 
by the intermountain rate decisions of the Interstate 
Commerce Commission are that the roads are still busy 
checking over rates to see just what the actual results 
of the orders in these cases would be. One paper 
stated that after two weeks’ grind the rate clerks had 
reached “glue” in the tariffs, but failed to add whether 
they were stuck there or not. 

In view of this situation, higher railroad officials 
are loath to make any announcement as to what attitude 
they will take toward the orders. It is true that Presi- 
dent Ripley has expressed himself as believing the 
decisions unjust and has felt that they should be re- 
sisted in the courts, but he, of course, appreciates that 
it would be impossible for the Santa Fe alone to main- 
tain, even under court sanction, a schedule to the 
intermountain territory in excess of any that might be 
put in by the Atchison’s rivals. There are some rumors 
that the roads may try to check on a slightly higher 
basis to the coast points, by adding to the Salt Lake 
scale prescribed by the Commission on a mileage com- 
putation to the terminals. 











FOURTH SECTION A HARD NUT 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., August 25.— 
Apparently, the big railroad lawyers 
of the country are unable to come 
to a conclusion as to what they will 
do with the ruling of the Interstate 
Commerce Commission on the appli- 
cation of the transcontinental carriers 
for authority to charge higher rates 
to interior than to Pacific coast ter- 
minal points. Great curiosity exists 
at the Commission as to the thoughts 
of the legal advisers of the railroads affected by the order 
of the Commission that between the coast and the Missouri 
River no rate for the shorter haul may exceed the rate for 
the long haul; that there may be an excess of seven per 
cent on shipments originating in Chicago territory, fifteen 
per cent on freight originating in Pittsburgh-Buffalo terri- 
tory and twenty-five in New York territory. 

The Commissioners and their lawyers have heard, 
though not officially, that the Atchison intends applying 
to the Commerce Court to have the order of the Com- 
mission set aside. There have been less circumstantial 
reports about the intentions of other carriers, but not one 
of the reports can be verified. 

Without doubt, the Interstate Commerce Commission 
people believe, the legal advisers of the railroads have the 
best of reason for approaching the subject with much rev- 
erence. It is a two-horned thing. If they should succeed 
in having the order of the Commission set aside, then 
what? 

Why, simply a hard and fast rule, set down in the 
statute, that a carrier may not charge more for a long 
than a short haul, over the same route in the same direc- 
tion on similar goods. The section amended a year ago 
last June said that a carrier, for special reasons, may be 
relieved from compliance with the rule upon permission 
of the Commission. Without such permission, the rule is 
hard and fast. 


There has been some speculation among the Commis- 
sion people as to the step that would be necessary in the 
event the railroads refused to observe the order of the 
Commission, or succeeded in having the court set it aside. 
The general idea is that the Commission, in either event, 
would apply for warrants for the arrest of the officers and 
agents of the non-complying carriers, under authority of 
section 10, which makes the doing of any act forbidden 
by law, and for which no penalty is specifically provided, a 
misdemeanor, punishable by a fine not exceeding $5,000. 
There are so many pains and penalties that might be 
invoked that it would probably bother the Commission to 
decide upon the one to be tried upon the recalcitrant car- 
rier, its directors, officers and agents, because that section 
embraces them all. 





Of course, no matter what the Commission might un- 
dertake to bring about compliance with its order, setting 
forth the extent to which the carriers may depart 
from the rule of the amended long and short haul section, 
the shipper charged rates in violation of the hard and fast 
rule, forbidding any departure from the rule that no more 
may be charged for the long than the short haul, would 
be entitled to reparation and reasonable counsel fees for 
his trouble in recovering illegal charges. That is the 
smaller part of the question. Congress took good care of 
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the shipper when it made up the Act to regulate com- 
merce, but there is no definiteness as to what, in the way 
of penalties, may be laid upon the carriers in the event 
of their failing to comply with an order. 

If the carriers are of the opinion that the departures 
from the fourth section authorized by the Commission are 
not of sufficient margin to enable them to carry freight 
to the intermountain territory, appeal to the Commerce 
Court for relief by having the order set aside would seem 
to be a case of jumping from the frying pan into the fire. 
There is no question that the amended fourth section, 
without relief granted by the Commission, is worse than 
the relief the Commission, in its order, has said is suffi- 
cient to meet the dissimilarity in conditions produced by 
the presence of water competition. If they succeeded in 
having the order set aside, they would have to carry freight 
clear across the continent for a rate no higher than the 
sum of the rates on shipments from one interior point to 
another. 

It has been suggested that the best course for the 
carriers to follow would be for them to line up their rates 
in accordance with the order of the Commission, try them 
for a period of three or six months, and, if they result in 
losses, then to apply to the courts for relief on the ground 
that even the relief granted by the Commission is insuffi- 
cient to give them just compensation for the service ren- 
dered. In reply to that suggestion it has been asserted 
that if such a trial should show such a result, there would 
be no necessity for applying to the Commerce or any other 
court, that the Interstate Commerce Commission, on their 
motion, would grant authority to increase rates to interior 
points or to raise those to terminal points on goods that 
cannot, from their character, be carried by water. 


The hearings on the fourth section last spring indi- 
cated that there are articles of commerce of that kind. In 
other words, that when the carriers were making commod- 
ity rates to meet what they called water competition, even 
if they did control the policies of the water lines, they did 
not always discriminate, but included commodities which 
no one would think of sending by water. 


This failure of the lawyers to devise some method for 
attacking the fourth section relief order is not conclusive 
evidence that some kind of an attack will not be made. 
There is no necessity for making the decision before the 
first of November, or even later. The effective date was 
put pretty far into the future so as to give the carriers 
opportunity for readjusting their tariffs to meet the new 
conditions, if they decided it wise to comply with the 
order, or to consider well the grounds upon which to chal- 
lenge the ruling if a fight is deemed to be the better 
course. The Commissioners weighed the matter carefully 
long before the section was amended and tried to find a 
way for doing away with the so-called back-haul charge 
which all the transcontinental carriers made for transporta- 
tion to points back from the Pacific Coast, in accordance 
with what was not custom, but necessity, coming down 
from the time when goods were carried from the Atlantic 
to the Pacific Coast by water and then sent to the interior 
by railroad from the Pacific Coast ports. 


The manner some traffic managers had of defending 
that method of rate-making caused the reason for it to be 
lost sight of, so that anger, and not judicial calm, sat 
every attempt by court or Commission to arrive at a! 
equitable adjustment made necessary by the fact that that 
way of transporting goods from the Atlantic Coast (0 
points in the interior continues on only an infinitesin al 
quantity of the tonnage moved between terminals. 

‘ A. E. H. 
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PACIFIC COAST HAS GRIEVANCE 


Burdens Under Which Terminal Cities Labor 
Have Been Lost Sight of in Cry Against 
Intermountain Adjustment 


BY W. A. MEARS, 


Manager, Transportation Bureau of the Seattle Chamber 
of Commerce, Seattle, Wash. 


Your columns and those of all eastern publications have 
been filled for months past with the woes of the inter- 
mountain shippers; the outrageous rates that the cormo- 
rant transcontinental railroads have imposed on them; 
the terrible discriminations that have been practiced 
against them; but I have not seen one word regarding 
like practices adopted by the same railroads in their treat- 
ment of the shippers of Pacific Coast cities. Everyone 
seems to have concluded that all the injustice and dis- 
crimination had been visited on the intermountain cities. 

Now for a word from those cities on the Pacific Coast 
so materially affected by the decision of the Interstate 
Commerce Commission in the Spokane, Salt Lake City 
and Reno cases. When the transcontinental railroads first 
reached the Pacific Coast they met competition on the 
coast by making rates from the Atlantic Coast just low 
enough to attract the tonnage away from ocean-going ves- 
sels plying between the two coasts, and the rates from 
Pacific Coast cities back to the interior towns of the Pa- 
cific Coast states just low enough to meet ox-team or Indian- 
back competition. Hence the theory and practice of the 
railroads, that the rate to the interior points of these 
states should be the rate to the coast, plus the local rate 
back to the interior. This theory and practice was car: 
ried out as nearly as could be; but as time went on, and 
the country became more fully settled, the absolute rule 
was modified in one instance after another, and interior 
towns were given lower rates from the East on given 
articles. 

Testimony was given in the Spokane case that the 
process of reduction of the full transcontinental rates, plus 
the local back, had gone so far that only 16 per cent of 
the goods hauled to Spokane from the East took that 
combination of rates. The Commission, in its ruling, has 
decided that this entire system of rate-making is wrong, 
and that Spokane should have the same commodity rates 
from Missouri River territory as are given to coast cities; 
but from Chicago and Mississippi River territory the roads 
are allowed to charge 7 per cent more on goods taking 
commodity rates destined to Spokane than to Seattle, for 
instance. The class rates from Missouri River points to 
Spokane are about 1634 per cent less than to Pacific Coast 
points. From Chicago territory to Spokane on first five 
classes the class rates average about 6 per cent less than 
to Pacific Coast points. 

As I said, in the beginning, the rates from Pacific 
Coast cities to interior towns were very high, there being 
practically no competition. What about those rates now? 
Testimony was given in the Reno case that many rates 
had not been reduced at all, while some had actually in- 
creased, being at the time the testimony was taken higher 
than the ox-team rates, the ox teams, of course, having 
been driven off the trail. 

The present eastbound rates out of Seattle, Tacoma 
and Portland are the highest in the United States, except- 
ing out of other coast cities, and between strictly inter- 
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mountain points, such as from Denver to Leadville, Grand 
Junction, Pueblo, etc., and from Salt Lake City to Latimer, 
Modena, etc. These rates, taking them on a mileage basis, 
are practically 100 per cent higher than distributive rates 
out of any other large cities in the United States, such as 
the Twin Cities, Omaha, Kansas City, St. Louis or Chicago. 
As a matter of fact, these rates are really higher than 


they were twenty years ago. In all of that time but one 
reduction in class rates has been made (about 9 per cent), 
while many articles have been taken out of commodity 
rates and put into class rates, making advances of from 
25 to 75 per cent, and thus fully offsetting the slight decline 
in class rates mentioned. A very large proportion of our 
distributive rates are class rates, as there are only a very 
few articles in the commodity list. 


During these twenty years what was practically a des- 
ert in the central part of Washington is now a fairly well 
populated district. Cities of from five to twenty thousand 
people have arisen. The city of Tacoma has increased 
from 35,000 to 85.000; Seattle from 40,000 to 237,000; Spo- 
kane from 18,000 to 106,000; Walla Walla from 3,000 to 
20,000; North Yakima from 1,000 to 15,000; the state of 
Washington from less than 350,000 to 1,200,000. The cost 
of railway operation, as everyone knows, has decreased 
in a remarkable degree by the foresight and managerial 
ability of the railroads themselves. Engines of far greater 
size and tractive power; stronger cars of greater capacity, 
allowing much heavier loadings, and much heavier trains 
per engine; the straightening of curves; the reduction of 
grades; the elimination of light bridges, culverts, etc., 
have all tended towards reducing the cost of operation 
very materially. The density of tonnage has increased so 
that in the case of railroads terminating in the Twin Cit- 
ies the tonnage is heavier in Washington than in Minne- 
sota. The action of Congress in eliminating the giving of 
passes has saved the railroads millions, and, in eliminating 
rebates, many more millions. The abolishment of half 
rates on returned goods; the reduction of the number and 
amounts of claims against the railroads, has also saved 
vast sums. And yet, under all of these favorable circum- 
stances, the railroads have not reduced their rates from 
the Pacific Coast to the interior. 


The decision of the Commission in the Spokane case 
leaves the coast cities in the position of paying from two 
to five times the rate per ton per mile (which is the true 
unit of computing freight rates) for hauling their ship- 
ments four hundred miles, eastward to Idaho points, than 
is charged on shipments from St. Paul to same points, 1,500 
miles. It is generally acknowledged by all economic 
writers on transportation and by traffic officials that 
when a shipment has reached a point three or four hun- 
dred miles from originating point, the rate per ton per 
mile should increase but very little, if any, no matter how 
much farther the load is carried. In other words, the 
carrying charges on the cost of terminals, etc., in large 
cities, which is supposed to be borne by the traffic, is laid 
on traffic in the near-by districts, and when those districts 
are passed it costs no more to haul a ton one mile, no 
matter whether it originates three hundred, five hundred, 
one thousand or two thousand miles from its destination. 
The cities of Seattle, Tacoma and Portland sued the North- 
ern Pacific and Great Northern Railway companies, before 
the Interstate Commerce Commission, in 1909, for lower 
eastbound distributive rates, so that the Commission might 
take into consideration our eastbound rates at the same 
time Spokane’s westbound rates were under consideration. 
The Commission asked the defendants to make suggestions 








































as to the extent our rates should be reduced. The defend- 
ants suggested 16% per cent. I will not say that this sug- 
gestion was not made in good faith, but I do state that the 
building of a more direct and much shorter line across the 
country by the Chicago, Milwaukee & St. Paul Railway 
would have, when completed, forced the defendants to re- 
reduce these rates to that extent, anyway, as they are 
really distance tariff rates, simply based on distance. The 
Commission, in a tentative decision, order a reduction of 
20 per cent, which, under all the circumstances shown 
above, is entirely inadequate. 


The railroad officials, when approached with the request 
to reduce our eastbound rates, always stated there was a 
certain relativity of rates from eastern defined territory 
to coast points and to points in western Montana, Idaho 
and eastern Washington, which must be religiously main- 
tained. We have noticed, however, that this equilibrium 
must only be maintained when the question of reducing 
our eastbound rates is under consideration—never when 
the question of reducing the westbound rates into eastern 
Washington, Idaho and western Montana was under 
consideration. During the past twenty years many reduc- 
tions have been made in the latter, until now the Com- 
mission has made the rates from Missouri River points to 
those points and to Seattle the same, a reduction of from 
30 to 50 per cent, while our eastbound rates remain un- 
changed. Of course, this arrangement will simply drive 
the west-coast shippers to buy everything possible from 
points east of Chicago, and ship all possible by water. The 
west-coast shipper does not understand where justice is 
meted out to him, when the rates from St. Paul to Mis- 
soula, Mont. (a distance of 1,250 miles) are, for first three 
classes, 40 per cent higher, and for fourth and fifth classes 
60 per cent higher than rates from Seattle to Missoula 
(657 miles), while the distance from St. Paul to Missoula 
is 90 per cent greater than from Seattle. Grey Cliff, Mont., 
is practically the midway point on the Northern Pacific 
Railway between St. Paul and Seattle, and yet the first 
five classes from St. Paul are 15 per cent higher than from 
Seattle. Why is not a western dollar as good as an east- 
ern dollar? Why should it not carry western freight as 
far east as it carries eastern freight west? Remember, no 
question of high grades causes the difference, because the 
grades from the East across the Rocky Mountains are much 
greater than from the West, over the Cascade Range. The 
relativity of rates between eastern defined territory and 
eastern Washington, Idaho and western Montana points and 
Pacific Coast rates to same points was established by the 
railroads in their own interests, and without regard to 
the shipping public—most interested; established arbi- 
trarily with the object of shutting out water competition 
at Pacific Coast terminals. It has been entirely overturned 
by the Commission, as I have stated. Neither the railroads 
nor the Commission can take away from the Pacific Coast 
cities the advantages of their geographical position. Spo- 
kane is not a seaport, although the Commission has seen 
fit to give it seaport rates from Missouri River points. 


A new relativity of rates must, and will soon be, estab- 
lished. The relativity must have some relation to the rate 
from the East per ton per mile, and the Pacific Coast cities 
are determined that their eastbound rates shall be put on 
this, the proper basis, viz. (and for further illustration), 
if.a carload rate of 85 cents is given on canned goods 
from Missouri River to eastern Washington, Idaho and 
western Montana points, an equivalent rate per ton per 
mile from west-coast cities to same points would be 35 
cents, the present rate being, for 400 miles (to eastern 
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Washington), 65 cents, and for 600 miles (to western 
Montana), 85 cents. 


Surplus Again Declines 





There were less idle cars in the United States 
August 16 than at any time since last December. This 
is the information contained in the latest fortnightly 
statement of car surpluses and shortages, Bulletin No, 
101-A, issued by the committee on relations between 
railroads of the American Railway Association. 

While there is a larger decrease in coal cars than 
in any one class of equipment, the decline in idle box 
ears is also cheering. To quote the explanations of 
the chairman of the committee, Arthur Hale: “There 
is a decrease in the surplus of all classes, the total 
decrease being 22,136 cars, bringing the total surplus 
down to 108,000, the lowest figure since the report for 
December 21, 1910. 

“The decrease is principally in coal cars in group 
3 (Middle), although box cars show a reduction of 
5,692, principally in group 3 (Middle) and group 8 
(Middle Western) and miscellaneous cars, 1,257. 

“Car shortage shows a slight increase, the total 
being 3,830.” 

A summary of total surpluses and shortages from 
April 27, 1910, to August 16, 1911, follows: 





SURPLUSES. 
Coal 
Gondola 
No. of and Other 

Date. Roads. Box. Flat. Hopper. Kinds. Total 
Aug. 16, 1911..... 166 37,912 4,161 34,190 31,737 108,000 
Aug. eB) ie 175 43,604 4,656 47,882 33,994 130,136 
Sary 19, Wil..css 172 46,675 5,213 62,689 35,856 150,433 
June 21, 1911..... 169 53,208 5,783 72,885 34,058 165,934 
May 24, 1911..... 172 51,195 7,741 73,213 36,084 168,233 
April 26, 1911..... 168 55,052 9,573 85,351 39,548 189,524 
Mar ee 163 40,546 8,780 110,927 35,964 196,217 
Feb. 15, 1911..... 162 40,349 9,993 86,703 38,564 175,609 
sum. 1, TE... 154 38,529 9,36 45,793 28,613 122,297 
Dec g 165 16,453 5,358 17,649 22,658 62,118 
Nov 152 12,368 3.506 7,249 19,943 43,066 
Oct. 152 8,257 2,024 5,778 13,072 29,131 
Sept. 28, 1910..... 143 12,144 3,394 7,871 19,060 42,469 
Aug. 31, 1910..... 155 20,315 3,488 14,108 22,111 60,022 
July 20, 1910..... 152 58,867 8,433 37,219 35,075 134,594 
June 22, 1910..... 158 59,611 3,237 28,762 34,034 125,644 
May 25, 1910..... 154 48,326 8,284 29,888 33,892 115,390 
April 27, 1910..... 153 29,366 4,753 44,391 23,575 102,08 

SHORTAGES. 
Coal 
Gondola 
No. of and Other 

Date. Roads. Box. Flat. Hopper. Kinds. Tota 
Aug. 16, 1911..... 166 1,319 417 1,866 228 3, 830 
Aug. ; 175 559 500 905 81 2,04 
aany 439, 3081..... 172 579 105 664 13 1,3 
June 21, 1911..... 169 1,667 500 54 543 2,764 
May 24, 1911..... 172 253 345 148 89 830 
Apr. 36, 1913..... 168 91 320 2,003 104 2, 18 
Mar. 20, 1911..... 163 384 376 11 559 1,330 
Feb. 15, 1911..... 162 810 346 236 550 1,942 
au,” ey. BOER cose 154 715 509 363 890 2,477 
Dec; 38; 1980..... 165 4,998 1,016 3,124 1,567 10, (00 
Nov. 23, 1910..... 152 7,305 1,191 4,230 1,947 14,670 
Oot. . BB, R020... 00 152 12,898 1,596 5,325 2,077 21 396 
Sept. 28, 1910..... 143 9,665 1,670 5,044 1,562 17 41 
Awe. Fi, 3510... 155 4,594 914 2,964 821 9,290 
July 20, 1910..... 152 303 710 16 264 1 298 
June 22, 1910..... 158 523 862 934 410 2,749 
May 25, 1910..... 154 1,416 1,236 1,837 240 4,729 
Apr. 27, 1910..... 153 1,778 1,587 1,544 857 (0 


NORTHWESTERN LOADING SHOWS INCREASE. 


Carloading on the Chicago & Northwestern for the 
first three weeks of August aggregated over 70,000 cars, 
an increase of about 1,000 cars over the record {for 
the corresponding period in 1910. Theré was a decline 
in grain, while other commodities showed slight gains. 
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WANTED—MORE RAILROADS 


Some Plain Talk on the Necessity of Railroads 
in the Development of the Future 
of the Country 


BY FRANK W. NOXON, 
Secretary, Railway Business Association.* 





The one flaming fact which has burnt itself at last 
into the public consciousness is that railroad and busi- 
ness development is the main thing. The present chief 
magistrate of the nation, in a recent message to Con- 
eress, declared, “The existing legislation with reference 
to the regulation of corporations and the restraint of 
their business has reached a point where we can stop 
for a while,” and recommended that “for the time being 
the activities of government,’ among other things, should 
be directed “to the strengthening of confidence of cap- 
ital in domestic investment.” Chief Judge Martin A. 
Knapp, of the United States Commerce Court, who 
stands at the head of our railway judicial system, has 
said that railroad revenues must be sufficient to provide 
“a return on railway investments of such amount and 
so well assured as to attract the necessary capital to 
improve existing roads and to construct thousands of 
miles of new lines.” The Interstate Commerce Com- 
mission itself, in the recent freight-rate decision, has 
declared: “Our railroad management should be the most 
progressive. It should have wide latitude for experi- 
ment. It should have such encouragement as would 
attract the imagination of both the engineer and the 
investor.” And again: 

“Commerce and industry cannot afford to wait on 
transportation facilities. Unless our national de- 
velopment has stopped, the business of our railroads 
must continue to grow. . . Very large sums must be 
expended in the way of new construction and new 
equipment. This capital must be obtained from 
the investing public. . . The return must be such as 
will induce the investment.” 

“Unless,” says Commissioner Prouty, “our 
development has stopped.” 
question in six words. 

Is it true that our national development has stopped? 
Compare the United States with the countries of the 
Old World. The population per square mile of the 
United Kingdom is 342, France 188, Germany 306, Aus- 
tro-Hungary 171, the United States only 28! We are, 
among nations, an infant—with a magnificent heritage. 
Our past and present are nothing compared with our 
future possibilities. Yet our growth up to the present 
time has been the wonder of the world. Upon what 
has that growth been based? It has rested upon the 
Willingness of our leaders to take great risks in the 
hope of great rewards. The characteristic of Americans 
is enterprise. We do large things in a large way. 

Our miraculous development of gigantic enterprises 
has brought with it problems of conduct and equity. 
With these we have grappled. We have been struggling 
toward a solution of how to regulate evils but preserve 
the spirit of enterprise. For a few years the necessity 
for curbing evils looked larger to some of us than 


*Extracts from an article in Leslie’s Weekly. 
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There is the whole railroad 
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the preservation of the spirit of enterprise. We have 
gone far, perhaps tco far, with regulation. There have 
been signs that enterprise was losing its nerve, that 
the risk of investment has been made greater and the 
hope of reward has been made less. 

At last we have come to see that mere restriction 
makes business for nobody. To the manufacturer who 
desires to extend his markets, the glad tidings of great 
joy are not that somebody’s business is going to be 
restricted, but that everybody’s business is going to be 
extended, with a share for him. Restriction may be 
necessary and beneficial as a medicine, but it is not a 
food. As the Oklahoma editor would say, “Give us 
railroads; carefully regulated railroads if possible, but 
give us railroads.” There are signs of a return to the 
enthusiasm with which the people of the far western 
states forty years ago stood ready to bond themselves 
if only they might secure transportation for their prod- 
ucts, There is a growing conviction that the hope of 
reward must be restored; that so long as rates are 
reasonable for the service performed, no limit ought 
to be placed upon the profits which can be earned by 
efficient management and superior enterprise. 

What greater or more substantial asset has the 
nation, or any of its parts, than the good-will which 
the citizens bear toward one another? When the facts 
as to the great litigation over freight rates trickled out 
to the borders of the country, what was the lasting 
impression? The Houston (Tex.) Chronicle said: 

“The fruits of the rate hearings which are most 
valuable are ... that the railroad men and the ship- 
pers were drawn together and mutual confidence was 
increased, distrust lessened and suspicions long rife and 
harmful in a large measure removed.” 

Strife between the shipper and the carrier costs the 
ultimate consumer money. It wastes energy, brains, time 
and cash. What a blessing it would be to end all 
such contention and adjust differences as business men 
do with each other! The consumer would then get the 
benefit of the best ability and the undivided time of 
both shipper and carrier. We could all then go about 
our business of developing the country. Attack upon 
reputations, questioning of motives, detraction—all this 
wastes the vital force of the community. 


OKLAHOMA ROADS APPEAL. 

Oklahoma City, Okla., August 25.—Roads affected by 
the new live stock rates put in force by the corporation 
commission in February, including the Atchison, Topeka 
& Santa Fe; Gulf, Colorado & Santa Fe; Kansas City 
Southern; Rock Island; Midland Valley; Missouri, Okla- 
homa & Gulf; Missouri, Kansas & Texas; Frisco, and 
St. Louis & Iron Mountain, have appealed to the Su- 
preme Court. The roads allege that the order affects, 
and was intended to affect, interstate rates, and is 
therefore in violation of the Constitution and laws of 
the United States. Members of the Oklahoma commis- 
sion state that the rates are not placed as low as the 
interstate rates by this order, and that they could there- 
fore have no effect on interstate rates. The changes 
made were principally in the nature of an adjustment 
for the purpose of doing away with inequalities which 
were alleged to exist in the rates to Oklahoma City. 
The new rates are now in force, not having been super- 
seded. 































INCREASED MINIMUM DENIED 


Indiana Railroad Commission Refuses Carriers 
Permission to Advance Charges on Single 
Packages to 35 Cents 





Indianapolis, Ind., August 25.—Railroads operating in 
Indiana have been denied the right to increase the 
minimum charge on single shipments from 25 to 35 
cents, In a decision by Chairman Wood, handed down 
last Saturday, the state railroad commission, which 
suspended the proposed advance when first filed, de- 
clares that the evidence fails to disclose that the present 
charge is not fully remunerative; that the increase 
would work a great hardship on the smaller shipper; 
that the advance is unscientific and without justification. 

Notice of the proposed advance was first given the 
commission in May; a hearing, after numerous post- 
ponements, was held last month. Because the same 
question is now pending before the Interstate Com- 
merce Commission, attempts were made to withdraw 
the charge until that body had passed upon it with 
reference to interstate traffic, but these attempts were 
unsuccessful. 

“The carriers appeared by a committee consisting 
of Samuel O. Pickens, Edward Barton and F. L. Little- 
ton, attorneys,” reads the opinion after setting forth 
these facts, “and filed a paper stating that, inasmuch 
as the carriers had filed a supplement re-establishing a 
rate of 25 cents, this commission was therefore without 
jurisdiction and had no power to proceed further in 
this matter. The commission overruled this plea and 
thereupon the committee withdrew without further 
showing. 

“In the consideration of these urgent requests to 
withdraw this supplement, and of the insistence of the 
carriers to be allowed to file here additional supple- 
ments re-establishing temporarily, or for a longer time, 
at their option, the rate of 25 cents per 100 pounds 
on single packages, no reason has been given to the 
commission to show that it may not so understand and 
comprehend the matters involved in this proceeding 
affecting the movement of traffic in this state, as will 
enable it to come to a correct conclusion as to whether 
cr not the carriers should be permitted to make this 
advance in freight rates. Nor has it been shown to us, 
indeed, that there may not be even such differences 
in the conditions in this state as would differentiate 
them from conditions in other states in the wide ter- 
ritory affected by official classification, bounded by 
Canada on the north, by the Mississippi River on the 
west, the Atlantic Ocean on the east, and the Ohio 
and Potomac rivers on the south. In this territory 
one-fourth of the railroad mileage of the United States 
is contained, and approximately 50 per cent of the total 
operating income of the carriers is made. 

“When the extent of the region affected, and the 
tremendous amount of business that is done, are con- 
sidered, it is probable that the varying conditions of 
a territory so large, of a business so great and com: 
prehensive, might require the application of different 
rates, and, indeed, as a matter of fact, different com- 
modity rates, and such rates control by far the larger 
amount of traffic, are made in the different states and 
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regions comprised in this area, which includes agyri- 
cultural, mechanical and commercial products and many 
ecnecerns of many different degrees of conduct, of eff- 
ciency and of success. 

“If the action of the carriers in withdrawing the 
cancelation supplement or in demanding that as a mat- 
ter of right they could file an additional supplement 
canceling the former supplement is based upon the legal] 
proposition that the state commission of Indiana has 
no right to use or to make a rate that may affect 
interstate rates, then we have to say in the outset 
that we do not feel bound by the judgment of the court 
in the Minnesota case. We believe that this case will 
not be affirmed by the Supreme Court of the United 
States, and we shall follow the opinion of the United 
States Circuit Court for the eastern district of Ken. 
tucky in the case of the Louisville & Nashville Railroad 
Company vs. Interstate Commerce Commission, heard 
by Judges Warrington, Sanford and Denison, in which 
the opinion was rendered on the 9th day of January, 
1911, and in which the court held that Congress did 
not intend by the interstate commerce act to prescribe 
that interstate rates should hereafter operate not merely 
as interstate rates, but as intrastate rates. To say, 
said the court, that Congress so meant, is to ascribe 
to that body the purpose to take over to itself the 
whole rate-making power, both federal and state. (186 
Fed. Rep., 176.) Since we have jurisdiction, and have 
assumed it, we do not feel at liberty to release our 
control of this important question directly affecting so 
many interests in this state. 

“In this investigation the burden of proof is on the 
carriers, Failing, as they have done, to afford any light 
to the commission to guide it, indeed, to make any 
proof whatever, we would be justified in following the 
well-known rule, that established rates which have been 
long in existence shall not be disturbed. We might stop 
here, but since there seems to be concerted and _per- 
sistent effort to make advances in rates, we shall state 
frankly our impressions with reference to these ad- 
vances. Is it not worthy of consideration, too, that 
this constant pressure upward of rates all along the 
line, and as to every charge, great or small, that might 
be affected, may have just as damaging an effect on 
business conditions as what the companies complain of 
in restrictive legislation, and in reductions of rates 
made by regulative bodies; and shall not the public, 
the shipper and the consumer, have their day in com- 
mission, said by Judge Lane of the Interstate Commerce 
Commission to be their ‘one and only resort against 
injustice,’ to complain that the entire burden of rates 
is unscientific in itself and is to be made heavier in- 
stead cf lighter, even when the volume of business of 
railways is continually greater? 


“This view of the transportation question, it seems 
to us, has not been given due weight. The number 
of carriers has not increased, but has decreased by 
means of combinations and consolidations. A half dozen 
great railway systems control all of the traffic of this 
vast country, the wealthiest in the world, and this 
transportation has heretofcre been notoriously done, 10 
to enhance the prosperity of the country, but to make 
colossal fortunes for a few men, and this small coterie 
of men controls all of the transportation of the public. 
all the highways of the country, and the members have 
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become so wealthy out of their direct and incidental 
profits that no association of men without their consent 
can secure money to build any competing trunk lines 
of railroad in this country. 

“Hence all traffic thus monopolized is done by them 
and the economic rule is of direct application, namely: 
‘Expenses increase as traffic increases, but by no means 
in the same proportion.’ ‘Therefore, the heavier the 
traffic the lower, profits remaining equal, need be the 
rate. ‘As the traffic increases the average rates’ go 
down, and as the rate goes down the traffic increases.’ 
(Ackworth’s Elements of Railway Economics.) 

“So it is fair and right to conclude as we did in 
the express cases: ‘The carrier is entitled, indeed, to 
fair returns, but when these have been accounted for, 
as population and traffic increases, and as the cost per 
unit of traffic necessarily decreases, the public is justly 
entitled to some portion of these earnings in reduced 
rates. (Third annual report, Indiana Railroad Com- 
mission, page 136.) If, however, general increases are 
to be constantly made and allowed, this universal rule 
cf business and prosperity will be reversed. But can 
it be, as was suggested at this hearing, that some ex- 
pert, some person who has the fear of reduced divi- 
dends on watered stock in his mind, has devised the 
cunning and unscrupulous plan to raise rates or attempt 
to raise them, that the consumers who pay them, instead 
cf insisting on fair reductions, may have continually 
to fight unfair and unwise increases?” 

The commission summarizes its reasons for refusing 
to permit the higher charge to go into effect as follows: 

“There is nothing to indicate to us that 25 cents 
is not fully remunerative. It looks like another way 
of bringing about a general increase in rates, although 
the general advance heretofore made was disallowed 
by the Interstate Commerce Commission for reasons 
that could not be controverted. 

“A great hardship would be incurred by the small 
merchant or receiver of freight, who, on account of 
lack of capital cr other reasons, is unable to carry a 
large stock of goods, and orders in small quantities 
as required, This is now his only means of transporting 
such things as he may need, at a fair price, the express 
companies’ rates being out of the question. 

“The minimum charge is really the charge for one 
hundred pounds at first class rates, but in no case 
less than 25 cents. This advance will affect a great 
many shipments other than those on which the minimum 
charge is 25 cents. For instance, take a shipment where 
the first class rate is 30 cents, which would be the 
minimum charge, advance the minimum, and _ there 
Would be an advance in the rate of 5 cents. 

“No reason is given for this advance. 

“It appears to be unscientific in itself.” 


LOW-GRADE COMMODITIES INFLUENCE RESULTS. 


While the carloading on the Burlington this month 
compares favorably in volume with figures for the same 
period last year, earnings are somewhat below the 
1910 level, because of the greater proportion of low- 
grade freight carried this year. Coal shows a heavy 
increase. Live stceck, while better than last year, de- 
clined from July figures. The same is true of grain. 
Lumber shows the greatest falling off, Crop conditions 
senerally are reported as improved in the last fortnight. 
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ENDS EXPRESS RATE HEARING 
State Railroad Gecnatiitian Committee Holds 
Final Public Session—Outlines Feat- 
ures of Its Report 





The subcommittee on the ccmmittee on express and 
express rates of the National Association of Railway 
Commissioners has closed its public sessions. A_ brief 
hearing was held in Chicago, Tuesday of this week, 
at which one witness was heard, and considerable time 
was devoted by the members of the subcommittee pres- 
ent, Chairman Staples of Minnesota and Commissioners 
Berry of Illinois, Gothlin of Ohio and Sague of New 
York, to a discussion of the features to be embodied 
in the subcommittee’s report, which, if adopted by the 
full committee, which consists of a representative from 
every state having a railroad commission and a mem- 
ber of the Interstate Commerce Commission, will go 
before the convention of the association in Washington 
in October for endorsement. 

The general impression is that the subcommittee 
will make a report of only a preliminary character, as 
it has been organized but a comparatively short time, 
and it is doubtful if it feels that it has been able to 
gather sufficient information to stand back of a document 
making positive recommendations. It has, however, 
mapped out a general line of inquiry which it believes 
worthy of careful study. As finally decided, its survey 
of the situation will include comment on the following 
subjects: 


Upon what basis should express companies be 
allowed to earn their revenues? 

Are the returns to railways from the express 
business excessive? 

Pick-up and delivery service and the separation 
of such charges from the purely transportation 
charges. 

Basis for express rate-making. 

Express classification and rules. 

The graduate scale, 

Routing. 

Minimum charges, 

Express rates made in competition with the 
United States mail, and, closely correlated, the 
question of the establishment of a parcels post. 

Intercorporate relationships of express com- 
panies with express companies and of express com- 
Panies with railroad corporations. 

Should express companies be eliminated as an 
agency of transportation? 


The witness of the day was C. L. Delbridge, a 
publisher of St. Louis.. Mr. Delbridge stated that he 
was not present to obtain relief for himself, but to aid 
in helping his more unfortunate brethern. His testimony 
was an exposition of difficulties he asserted he had 
encountered in .securing prompt payment of claims and 
the assessment of proper charges. He advocated the 
enactment of laws that would penalize a carrier for 
failing to settle within reasonable time just claims, 
High-water marks in his fight were summarized in a 
circular which he is now spreading broadcast and which 
reads, in part, as follows: 
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“We ship by express on an average ten packages 
of books a day. Attending to correspondence brought 
on by complaints of delayed and lost packages, com- 
plaints by consignees of being forced to again pay 
charges on books that had already been prepaid by us 
and delay in payment of claims by the express com- 
panies requires in our office the services of one person 
half the time. 


“We have been compelled to wait nearly four years, 
during which time 36 letters were written, in order to 
get an express company to refund an overcharge of 
$1.25, which the express company admitted when ths 
package was accepted by us. 


“In another instance at the end of eleven months 
a claim against an express company for $10 for refusal 
to deliver to consignee a book that had been prepaid, 
was still unsettled, though we had written 118 letters 
about that claim. 


“In another case, demands of an express company 
for charges of two and one-seventh times as much for 
bringing packages back as we had paid that identical 
company for carrying those identical packages out, re- 
sulted in correspondence and clerical work that re- 
quired the services of one-half of our office force for 
a period of about six weeks at a single time, 


“On our books and files is case after case, just 
about on a par with the above, only worse, if possible. 


“The express rate upon books is 8 cents a pound 
throughout the United States. We claim it to be an 
injustice to force a shipper to prepay this charge in 
order to keep down complaints by consignee of excessive 
charges. Besides, this custom paves the way for a 
double collection of charges in forcing consignee to 
pay charges after same have been prepaid by the 
shipper. 


“After this date I shall look upon it as absolutely 
necessary for any express company to handle any busi- 
ness that we may be forced, by conditions, to give it 
and to pay all just claims in a reasonable and business- 
like manner, and in case they should fail to do this, 
then, in any way I might see fit, I shall go before 
the people of this state, and possibly before those of 
every state in the United States, and ask for a statutory 
penalty of a fine of $100 for failure upon the part of a 
public carrier to pay a just claim within 40 days, this 
$100 fine to go to person filing the complaint. With a 
law cf this kind upon the statute books it would give 
a wronged shipper or consignee some sort of a chance 
to make the express companies pay for the delay they 
themselves absolutely force upon us. 


“The state of South Carolina has had such a law 
for years, and it is utter and rank nonsense to expect 
the people of other states to cope with conditions that 
prevail without such a law.” 


He also stated that he had found the practice of 
filing duplicates of all his claims with, the Interstate 
Commerce Commission, the Missouri railroad and ware- 
house commission, the railroad commission of the state 
in which the point of destination of a shipment was 
located and the president of the express company against 
which the claim was lodged had been very efficacious in 
securing more prompt attention. 
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TRANSIT RATES UNDER FIRE 


Practices at Twin Cities Attacked as Discrimi- 
natory and Unlawful by Janesville 
Milling Corporation 
THE TRAFFIC SERVICE NEWS BUREAU, 

WESTORY BUILDING, WASHINGTON, Db. ©. 

Washington, D. C., August 25.—Charge that the 
transit regulations of the St. Paul, Northern Pacific, 
Great Northern and Soo Lines at the Twin Cities and 
Minnesota Transfer are unlawful; that substitution of 
tonnage in transit—the practice that the Commission 
particularly condemned in its reports on the transit 
situation—is possible and permissible under the tariffs 
complained of and that the action of the defendant 
railroad companies in allowing the privileges to prevail 
at St. Paul and Minneapolis, while similar benefits are 
denied Janesville, Wis., and other towns, forms the 
gravamen of a complaint lodged with the Interstate 
Commerce Commission by William Dunton Kerr, as at- 
torney for the Blodgett Milling Company of Janesville. 

Specific attack is made on the following tariffs: 
Great Northern Railway Company I. C. C, No. A-3299, 
G. F. O. No, 22245 and G. F. O. No. 22475; Minneapolis, 
St. Paul & Sault Ste. Marie I. C. C. No. 2841, G. F, D. 
No, 12674; Northern Pacific I. C. C. No. 4569, R. R. No. 
781-J; Chicago, Milwaukee & St. Paul I. C, C. No. B-2002, 
item 336 of Supplement 9, R. R. No. G. F. D. 7015-A. 
The issues complained of became effective during the 
latter part of last year and the early winter months 
of this. 

It is set forth that: “That such tariffs and tariff 
items apply as follows: 

“1. To the transportation of corn or oats, carloads, 
from Minneapolis, St. Paul or Minnesota Transfer, Minn., 
to points in Montana (excepting Sco Line tariff), Idaho, 

Washington, Oregon, British Columbia or California (ex- 
cepting Soo Line tariff and Great Northern tariff, as 
noted therein); provided that such corn or oats origi- 
nated elsewhere than at Minneapolis, St. Paul or Minne- 
sota Transfer, Minn., and have been consigned to Min- 
neapolis, St. Paul or Minnesota Transfer, Minn., (a) 
from points on connecting lines (Northern Pacific tariff); 
(b) from points on connecting lines or from points in 
Wisconsin, Michigan and Illinois located on the lines of 
the Soo road (Soo Line tariff); (c) from points on 
connecting lines or points on lines of the Great North- 
ern rcad, between Willmar, Minn,, and Sioux City, [a., 
and Yankton, S. D. (Great Northern tariff); or (d) from 
‘points beyond’ (C. M. & St. P. tariff); and provided 
further, that such corn or oats are forwarded in bulk 
or sacks from Minneapolis, St. Paul or Minnesota Trans- 
fer, Minn., within six months from date of shipment. 
Original expense bills must be attached to forwarding 
instructions. The identity of the corn or oats need not 
be preserved. 

“2. To the transportation of malted products of 
barley, carloads, from Minneapolis, St. Paul or Minnesota 
Transfer, Minn., to points in Montana, Idaho, Washing 
ton, Oregon, British Columbia or California (C. M. & St 
P. tariff only); provided such barley originates elsewhere 
than at Minneapolis, St. Paul or Minnesota Transfer, 
Minn., and has been consigned to Minneapolis, St. Paul 
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or Minnesota Transfer, Minn., (a) from points on con- 
necting lines (N. P. tariff); (b) from any point or points 
not on the lines of the Soo road in Minnesota, North 
Dakota and South Dakota (Soo Line tariff); (c) from 
points on connecting lines or points on the lines of the 
Great Northern road between Willmar, Minn., Sioux 
City, la., and Yankton, S. D. (G. N, tariff); or (d) from 
‘points beyond’ (C. M. & St. P. tariff); and provided 
further, such barley is malted at and the product is 
forwarded from Minneapolis, St, Paul or Minnesota 
Transfer, Minn., within 12 mcnths of date»of first ship- 
ment. The weight of the malt shipped out must not 
exceed 70 per cent (except Great Northern tariff, which 
contains no restriction, and C. M. & St. P. tariff, 84 
per cent) of the weight of the barley shipped in. Origi- 
nal barley expense bills must be attached to malt ship- 
ping instructions. The identity of the barley need not 
be preserved. 

“3. To the transportation of milled products of corn, 
rye or oats (excepting Soo Line tariff), carloads, from 
Minneapolis, St. Paul or Minnesota Transfer, Minn., to 
points in Montana, Idaho, Washington, British Columbia 
or California (C. M. & St. P. tariff only); provided 
such corn, rye or oats originated elsewhere than at 
Minneapolis, St. Paul or Minnesota Transfer, Minn.,, 
and have been consigned to Minneapolis, St. Paul or 
Minnesota Transfer, Minn., (a) from points on connect- 
ing lines (Northern Pacific tariff) or (b) from ‘points 
beyond’ (C. M. & St. P. tariff); and provided further, 
that such corn, rye or oats are milled at Minneapolis, 
St. Paul or Minnescta Transfer, Minn., and the products 
thereof are forwarded within 12 months of date of first 
shipment. Original expense bills must be attached to 
forwarding instructions. Identity need not be preserved. 

“That such tariffs name rate bases as follows: 

“1. Corn or oats forwarded at balance of through 
carload (Northern Pacific tariff) rate from point of 
origin at time of shipment therefrom. 

“2. Barley (malted) forwarded at balance of through 
carload (Northern Pacific tariff) rate from point of 
origin at time of shipment therefrom, plus 2 cents per 
100 pounds. 


“3. Milled products of corn, rye or oats forwarded 
at balance of thrcugh carload (Northern Pacific tariff) 
rates on like products from points of origin at time of 
shipment therefrom, plus 2 cents per 100 pounds, 

“That the aforesaid tariffs and tariff items, and each 
of them, purport to be transit tariffs or tariffs in the 
nature of transit tariffs and to contain and offer transit 
privileges or privileges in the nature of transit privi- 
leges, but that such tariffs are not transit tariffs and 
that the privileges offered therein are not transit privi- 
leges. That the said tariffs or tariff items are local 
tariffs applicable to the transportation of the commodi- 
ties named from Minneapolis, St. Paul or Minnesota 
Transfer, Minn., to destinations in the states named 
therein. That no one of the aforesaid tariffs requires 
that the corn, rye, cats or barley, as the case may be, 
move into Minneapolis, St. Paul or Minnesota Transfer 
over the line or lines of the railroad by which the tariff 
is filed and published or over the line cr lines of any 
connecting carrier or carriers which are parties to the 
tariff and which participate in the transportation service 
as carriers for part of the distance from the point of 
Crigin of the corn, rye, oats or barley, as the case may 
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be, to the ultimate point of destination thereof as re- 
handled or otherwise treated at Minneapolis, St. Paul 
or Minnesota Transfer, Minn. That no one of the afore- 
said tariffs or tariff items is participated or joined in 
by any carrier whose lines conect with the lines of the 
railroad publishing and filing the same at Minneapolis, 
St. Paul or Minnesota Transfer. That such tariffs apply 
in each case to the second of two separate and distinct 
transactions or services referred to therein, the exercise 
of the alleged transit privileges occurring wholly at 
the discretion of the shipper subsequent to the comple- 
tion of the first service and pricr to the beginning of 
the second. That under the tariffs the service of trans- 
porting any shipment into Minneapolis, St. Paul and 
Minnesota Transfer is unrelated to the service of trans- 
porting a corresponding shipment out of such stations 
otherwise than at the election of the last holder of 
the paid-in expense bill subsequent to the completion 
of the in-service. That no record of the shipper’s. in- 
tention to use the alleged transit privileges is required 
to be made when a commodity is offered for shipment 
from point of origin to Minneapolis, St. Paul or Minne- 
sota Transfer, or at any time subsequent thereto until 
the equivalent shipment is offered for transportation out 
of Minneapclis, St. Paul or Minnesota Transfer, under 
one of the aforesaid tariffs. That the tariffs complained 
of do not protect the integrity of through rates from 
points of origin to ultimate destinations nor pretend to 
do so, and that they permit serious abuses in the 
substitution of shipments originating in different locali- 
ties. That for the foregoing reasons such tariffs make 
and give undue and unreasonable preferences and ad- 
vantages to millers, maltsters, dealers and jobbers lo- 
cated at Minneapolis, St. Paul or Minnesota Transfer, 
and subject millers, maltsters, dealers and jobbers located 
at other points on the lines of such carriers to undue 
and unreasonable prejudices and disadvantages in vio- 
lation of the provisions of section 3 of the act to regu- 
late commerce as amended, 


“That the aforesaid tariffs and tariff items, and each 
of them, are agreements by defendant carriers to pay 
the local and joint charges of themselves and connect- 
ing carriers cn movements into Minneapolis, St. Paul 
or Minnesota Transfer, of commodities to which the 
tariffs apply, for the purpose of obtaining the business 
of transporting such commecdities or their tariff equiva- 
lents from Minneapolis, St. Paul or Minnesota Transfer, 
to the points of destination named therein. That the 
absorption cf own or connecting line charges on such 
shipments subjects commodities, and the owners thereof, 
which move into Minneapolis, St. Paul or Minnesota 
Transfer, otherwise than by rail, to undue and unrea- 
scnable prejudices and disadvantages, in violation of 
the provisions of section 3 of the act to regulate com- 
merce as amended. That the carriers defendant do not 
agree nor undertake to pay their own or connecting line 
charges into Minneapolis, St. Paul or Minnesota Trans- 
fer, on shipment of corn, oats, rye or barley products 
milled or malted elsewhere than at Minneapolis, St. 
Paul or Minnesota Transfer, or on shipments of cats 
and corn cleaned or otherwise rehandled elsewhere than 
at Minneapolis, St. Paul or Minnesota Transfer, wherefor 
such tariffs make and give undue and unreasonable 
preferences and advantages to millers, maltsters, deal- 
ers and jobbers located at Minneapolis, St. Paul or 
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Minnesota Transfer, and subject to undue and unrea- 
sonable prejudices and disadvantages millers, maltsters, 
dealers and jobbers, including petitioner, located else- 
where who ship their commodities to Minneapolis, St. 
Paul and Minnesota Transfer, en route to points of 
destinations described in such tariffs, all of which is 
in violation of the provisions of section 3 of the act to 
regulate commerce as amended. 

“That the tariffs complained of do nct fix nor pre- 
scribe any certain rate for any certain service. That 
rates chargeable thereunder for identical services are 
referable to variable circumstances and conditions for- 
eign to any rate factor recognized by law. That through 
rates are established for the transportation of the com- 
modities to which the tariffs apply from various points 
in the states of Illinois, Wisconsin, Michigan (upper 
peninsula), Minnesota, Iowa, Missouri, Kansas, Nebraska, 
South Dakota and North Dakota, to points described in 
Transcontinental Freight Bureau Westbound Tariff No. 
4-H, as ‘North Pacific Coast Terminals,’ as follows: 
Corn and oats, either 50 cents or 60 cents per 100 
pounds, in carload lots, the rate applying from Minne- 
apolis, St. Paul or Minnesota Transfer being 50 cents; 
malt (barley) in bulk, 60 cents per 100 pounds, in car- 
load lots; flour (rye or corn) and cornmeal, 65 cents, 
70 cents or 75 cents per 100 pounds, in carload lots, 
the rate applicable from Minneapolis, St. Paul or Min- 
nesota Transfer being 70 cents per 100 pounds. That 
complainant is informed, and believes, that local and 
joint rates for the transportation of corn, rye, oats or 
barley from points of origin in the aforementioned states 
to Minneapolis, St. Paul or Minnesota Transfer, range 
respectively from 5 cents to 20 cents per 100 pounds, in 
carload lots. That under the aforesaid tariffs and tariff 
items rates for the transportation of corn and oats, malt 
(barley) and rye and corn ficur and corn meal from 
Minneapolis, St. Paul or Minnesota Transfer to north 
Pacific coast terminals vary as follows: Corn and oats, 
from 30 to 50 cents per 100 pcunds, in carload lots; 
malt (barley), from 36% cents (N. P. and Soo Line 
tariffs), or 38.8 cents (C. M. & St. P. tariff), or 42 
cents (G. N. tariff) to 60 cents per 100 pounds; flour 
(rye or corn) and corn meal, from 52 cents to 70 cents 
per 100 pounds. That for the foregoing reasons the 
tariffs complained of violate the provisions cf section 
6 of the act to regulate commerce as amended, and 
that in transporting the commodities named therein 
the carriers defendant violate the provisions of that 
paragraph of section 6 of the act to regulate commerce 
as amended, which. provides that no common carrier 
shall engage or participate in the transportaticn of 
property unless the rates and charges upon which the 
same are transported by said carrier have been filed 
and published in accordance with the provisions of the 
act. 


“That the aforesaid tariffs are local commodity tar- 
iffs. That the rates made applicable thereby are not 
specific rates, but are rates which are determined only 
by reference to uncertain extrinsic circumstances not 
related to the particular transportation services. That 
for these reasons such tariffs violate the provisions of 
section 6 cf the act to regulate commerce as amended. 
That the operation of such tariffs requires the carriers 
defendant to charge, demand, collect and receive from 
some persons greater and from some persons less com- 
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pensaticn for services to be performed under such 
tariffs than they are permitted to charge, demand, col- 
lect or receive from other persons for doing for them 
like and contemporaneous services in the transportation 
of like kinds of traffic under substantially similar cir- 
cumstances and conditions in violation of the provisions 
cf section 2 of the act to regulate commerce as amended, 

“That the aforesaid tariffs and tariff items conflict 
with the lawfully published specific commodity or class 
rates prescribed for the transportation of such com- 
modities from Minneapolis, St. Paul or Minnesota Trans. 
fer to points in Montana, Idaho, Washington, Oregon, 
California and British Columbia, and constitute and are 
unlawful devices for the defeat of such lawfully pub- 
lished rates, in violation of the provisions of section 2 
of the act to regulate commerce as amended. That the 
lawfully published specific rates aforesaid are prima 
facie just and reasonable bcth to the carriers defend- 
ant and to shippers. That the tariffs complained of 
prescribe lower rates, and hence unreasonable rates, for 
like service, wherefor such tariffs viclate the provisions 
of that paragraph of secticn 1 of the act to regulate 
commerce as amended, which requires all charges made 
for any services rendered or to be rendered in the 
transportation of property to be just and reasonable. 
That the voluntary departure of the carriers defendant 
from such just and reasonable rates imposes an undue 
burden upon shipments moving over the lines of such 
defendants under tariffs other than those complained 
of herein, including shipments of complainant, and sub- 
jects such traffic to undue and unreasonable prejudice 
and disadvantages in violation of the provisions of 
section 3 of the act to regulate commerce as amended. 

“That the Soo Line tariff and the Northern Pacific 
tariff aforesaid are denominated local tariffs. That the 
Great Northern tariff aforesaid is denominated a local 
and joint tariff, but that it is joined in only by certain 
component lines of the Great Northern System. That 
the Chicago, Milwaukee & St. Paul tariff aforesaid, with 
respect to the application of item No. 336, is a tariff 
local to the Chicago, Milwaukee & St. Paul Rail- 
way and its western affiliated line, the Chicago, 
Milwaukee & Puget Sound Railway. That each of 
the tariffs or tariff items aforesaid applies in terms 
to the transportation of commodities for deliver) 
at all points in some or all of the states of Idaho, 
Montana, Washington, Oregon and California and the 
province of British Columbia. That no one of the car 
riers defendant has a line or lines touching all points 
of destination in one cr any of such states or province 
That the tariffs aforesaid do not specify the manner in 
which deliveries are made at points foreign to the lines 
of the carriers publishing them, wherefor such tariffs 
are ambiguous and uncertain and in violaticn of the 
provisions of section 6 of the act to regulate commer: 
as amended. 


“That under the aforesaid tariffs, shipments of corl 
and oats, cf the milled products of corn, rye or oats, ald 
of malt (barley) may be moved from Minneapolis, 5t. 
Paul or Minnesota Transfer, to points in one or anotlie! 
of the states of Idaho, Montana, Washington, Oregol, 
California and the province of British Columbia, at rates 
lower than rates applicable to shipments of like kinds 


from intermediate points on the lines of the same 0 


other carriers. That the amounts of such differences are 
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the local charges absorbed under such tariffs less the 
differences between the lawfully published through rates 
from Minneapolis, St. Paul and Minnesota Transfer, and 
from the intermediate points, respectively, and less the 
arbitrary alleged transit charges in some cases absorbed 
under said tariffs, That through rates for the trans 
portation of corn and oats from various local points in 
Minnesota, North Dakota and South Dakota, on the lines 


of the defendants intermediate between Minneapolis, St. 
Paul and Minnesota Transfer, and the aforesaid north 
Pacific coast terminals, are 50 cents per 100 pounds, in 


carload lots; that through rates for the transportation 
of flour (rye or corn) and corn meal between the same 
points are 65 cents or 70 cents per 100 pounds, in car- 
load lots; that corresponding through rates on malt 
(barley) are 60 cents per 100 pounds in carload lots. 
That rates for the transportation of like commodities 
from Minneapolis, St. Paul or Minnesota Transfer to 
the same destinations under the tariffs complained of 
may be as low as 30 cents per 100 pounds in the case 
of corn and oats, 42 cents and under in that of malt 
(barley) and 52 cents in that of flour (rye or corn) 
and corn meal. That for the reasons aforesaid the 
carriers defendant give undue and unreasonable pref- 
erences and advantages to Minneapolis, St. Paul or 
Minnesota Transfer, to millers, maltsters, jobbers and 
dealers located therein and to traffic moving under such 
tariffs from points of origin in the intermediate territory 
in violation of the provisions of section 3 of the act to 
regulate commerce as amended. 

“That the aforesaid C. M. & St. P. tariff extends 
the sc-called transit privileges to corn, rye, oats and 
barley originating on the through lines of the defendant, 
Chicago, Milwaukee & St. Paul Railway Company, in- 
termediate between Minneapolis, St. Paul and Minnesota 
Transfer, on the east, and the destinations descrihed 
in the tariff, on the west. That the service of trans- 
porting such commodities from intermediate points to 
Minneapolis, St. Paul and Minnesota Transfer and back 
again over the same rails to the same intermediate 
points en route to western destinations is uncompensated. 
That the defendant, the Great Northern Railway Com- 
pany, undertakes to perfcrm uncompensated services in 
ransporting commodities originating on its own line 
south of Willmar, Minn., from Willmar to Minneapolis, 
St. Paul or Minnescta Transfer, and back again to 
Willmar, en route to western destinations, That the 
furnishing of the uncompensated services described 
herein gives undue and unreasonable preferences nud 
advantages to Minneapolis, St. Paul and Minnesota Trans- 
fer, to millers, maltsters, dealers and jobbers located 
therein, including millers of rye, who are competitors 
of complainant, and to the traffic represented by such 
services. That for the reasons aforesaid the carriers 
defendant violate the provisions of the third section of 
section 1 and of sections 2 and 3 of the act to regulate 
commerce as amended. 


“That the defendant, Chicago, Milwaukee, & St. Paul 
Railway Company, does not transport rye or rye prod- 
ucts without compensation between the intermediate 
boints described in the preceding paragraph or any 
other intermediate points, and Janesville, Wis., and back 
again en route to western destinations, nor give Janes- 
Ville or this complainant any other unlawful preferences 
or advantages with respect to the sale of rye flour in 
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the markets hereinbefore defined. Wherefor, in com- 
parison with Minneapolis, St. Paul and Minnesota Trans- 
fer and millers of rye located therein, said defendant 
subjects Janesville and complainant to undue and un- 
reasonable prejudices and disadvantages in violation of 
the provisions of section 3 of the act to 
commerce as amended. 

“That each of the carriers defendant, excepting only 
the Chicago, Milwaukee & St. Paul Railway Company, 
by the operation of its tariff or tariffs complained of, 
discriminates unjustly and unreasonably between -localities 
intermediate between Minneapolis, St. Paul and Minne- 
sota Transfer and the western destination stated on its 
own line and the lines of the connecting carriers and 
other localities situated only on its own lines. That 
the aforesaid tariffs enable millers, maltsters, dealers 
and shippers at the more distant points of Minneapolis, 
St. Paul and Minnesota Transfer to compete with respect 
to trade in markets of the destinations named on at 
least an equal basis with millers, maltsters, dealers and 
jobbers lccated at intermediate points situated on the 
lines of connecting carriers, but not with those located 
at points having only one line of railroad. That for 
such reasons the carriers defendant violate the provi- 
sicns of section 3 of the act to regulate commerce 
as amended. 


regulate 


“That petitioner is, and for many years has been, a 
competitor with other millers for the sale of rye prod- 
ucts in the markets of the points of destination de- 
scribed in each and every of the aforesaid tariffs. 
That certain of the competitcrs of the petitioner for the 
business of these markets are located in or about Min- 
neapolis, St, Paul or Minnesota Transfer, Minn. That 
since the institution of the aforesaid tariffs and tariff 
items, complainant has experienced a marked shrinkage 
and decline in its sales in some of the markets afore- 
said. That complainant states such loss of business, not 
in support of a claim for reparation, but as a matter 
of inducement tending to show the effect upon itself 
and others of the operation of those tariffs. That the 
continued operation of the aforesaid tariffs will result 
in the concentration at Minneapolis, St. Paul or Min- 
nesota Transfer of the business of supplying the ex- 
tensive and growing territory which embraces the points 
of destination described therein with corn and oats, 
with the milled products of ccrn, rye and oats and 
with malt (barley), to the great discrimination against 
and prejudice of millers, maltsters, dealers and jobbers 
generally in the states and localities which are by ex- 
isting arrangements for through transportation between 
competing and connecting carriers accorded through 
local or joint rates to the points of destination described 
in the tariffs on substantially the same basis as Min- 
neapolis, St. Paul or Minnesota Transfer. That the 
principle involved in the-tariffs complained of and ap- 
plied therein by the carriers defendant is unjust, unrea- 
sonable, discriminating, and in these and other respects 
vicious and in violation of those provisions of the act 
to regulate commerce as amended, which requires the 
rates, regulations and practices of interstate carriers 
by railroad to be just, reasonable and not unjustly dis- 
criminating. That the principle if allowed to go unchal- 
lenged may in time to come be applied to other com- 
mcdities which under practices of American railroads, 
including those defendants, are frequently accorded trans- 
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sit privileges or privileges in the nature of transit 
privileges by and with the approval and sanction of 
the Commission. That the continued application of such 
principle is a serious menace to the business of com- 
plainant and to that of others similarly situated with 
respect to trade in the articles named in the markets 
to which our tariffs apply. 

“Wherefor, complainant prays that the defendants, 
and each of them, may be required to answer the 
charges herein and that after due hearing and investi- 
gation an order may be made commanding the said 
defendants, and each of them, to cancel and withdraw 
the aforesaid tariffs complained of and to cease and 
desist and to continue to cease and desist from each 
and every of the violations of the act to regulate 
commerce as amended and for such other and further 
orders as the Commission may deem reasonable in the 
premises.” 


Novel Demurrage Case Up 

THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D. C., August 25.—A novel complaint, 
probably the most weird the Commission has had in 
a score of years, was placed on file Tuesday. It is that 
of Daniel W. Shults and Angelo J. Walker, trading under 
the firm name of D. W. Shults & Co., potato dealers, 
at Avoca, N. Y., against the Kanona & Prattsburg Rail- 
way Company, a carrier with its termini at Prattsburg 

and Kanona, both villages in Steuben County, N. Y. 


Notwithstanding the terminals of the road are in 
the same county, the complaint says it is a carrier of 
interstate commerce. For evidence of that fact it files, 
as an exhibit, a long list of shipments made by the 
complainants. Each shipment is to some point outside 
of New York. 


The first charge is that, notwithstanding the fact 
that the Kanona & Prattsburg is engaged in the trans- 
portation of interstate commerce, it has never filed its 
tariffs showing rates for transportation and demurrage, 
particularly the latter, as required by the act to regu- 
late commerce. The demurrage rates are the ones that 
interest the complainants most, because they demand 
reparation in the sum of $440, collected, it is averred, 
by the defendant between July 4, 1909, and July 3, 1911. 

The Kanona & Prattsburg, according to the aver- 
ment of the complainants, had no cars of its own, so it 
borrowed them, chiefly, it appears from the exhibit, 
from the Erie, and charged demurrage on them, so it 
is to be inferred from this complaint, practically from 
the time it did the borrowing, without allowing a rea- 
sonable time for loading. The complainants say it was 
unjust and unreasonable for the company to charge 
them demurrage “for practically the entire time when 
said foreign or borrowed cars were on the defendant’s 
line, although not ordered placed for loading by the 
complainants; furthermore, that defendant’s demurrage 
charges were unjust, unreasonable and excessive, from 
the fact that no allowance was made for weather con- 
ditions. Snow drifts and impassable roads, it is charged, 
made no difference; the demurrage charge was slapped 
on. 

When the complainants objected to such treatment 
it is alleged that they were informed that unless they 
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paid the bills, as rendered, there would be nothing more 
doing in the way of movement of their freight, so they 
paid, and are now trying to get back their money. 

They not only ask for a return of their money, but 
they ask the Commission to ascertain and prescribe 
lawful rates for demurrage and other terminal charges, 

While the subject matter of the complaint, demur. 
rage on shipments of potatoes over a railroad that does 
not extend beyond the county in which it originates 
causes smiles, it is believed it will cause several wrin- 
kles on the brows of the Commissioner who has to 
pass on the questions raised, especially in view of the 
fact that before the questions are answered it may be 
found that the railroad was and perhaps still is a tap- 
line and therefore loaded with all the dynamite carried 
in that subject. 


Issues Docket for Hearing 





The Illinois railroad and warehouse commission has 
issued its docket of petitions for additions and changes on 
the state commissioners’ freight classification, which will 
be taken up and considered at meeting to be held at the 
Chicago offices of the board on the morning of September 6 
and the afternoon of September 7. 


On the docket for the first day are petitions to give 
creamery and cheese factory apparatus specific ratings; to 
reduce the ratings on returned empty vinegar barrels; to 
lower the C. L. charge on pitless wagon and stock scales; 
to provide ratings for wood strips with prepared roofing; 
to allow the return of empty cracker cans, crated; to re 
duce the L. C. L. charges on moss; to give rolled oats, in 
lots over one ton, a rate of 30 per cent above the ©. L. 
rates, O. R., wet and waste; to lower the C. L. rating on 
digester tankage, blood meal, meat meal and blood flour, 
in packages; to provide ratings on articles based on valu- 
ation to correspond with actual value as shown by the 
invoice; to increase the charges on coal tar and creosote 
oils, in wood or in iron drums or barrels; to change the 


phraseology used in the item on heavy machinery; to elim- 
inate conflict in ratings on speed indicators and speedome 
ters; to advance articles taking fifth class L. C. L., to 
fourth. The present list under the last-named head covers 


green apples, asphaltum, cement, paving tar and pitch, pears 
and coal tar. Suggestion is again made for the revision of 
Rule 9, covering articles too long or too bulky to be loaded 
through the side door of a box car. 

Thursday’s docket covers the old question of providing 
specific ratings on goats and calves, C. L., and on mixed 
carloads of live stock. 


ENLARGING GRAIN-HANDLING EQUIPMENT. 


The Canadian government has granted permission 
to the harbor commissioners of Montreal to add a grail- 
storage elevator to hold 848,000 bushels. This will be 
an annex to Elevator No. 2, now building, with a capac 
ity of 1,772,000 bushels. With the 2,000,000-bushel No. 
1 elevator this will give the port a total handling c* 
pacity of nearly 5,000,000 bushels for the 1912 crop. With 


these improvements the commissioner says that grail 
can be loaded into half a dozen vessels simultaneously, 
240 railway cars can be unloaded in 10 hours, and that 


grain can be sucked out of barges at .the rate of 4,000 
bushels an hour.—Daily Consular and Trade Reports 
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SET-BACK FOR SPLIT TRICKS 


Hours of Service Law Cannot Be Evaded by 
Division of Time on Duty—Hand Brake 
Question Still Wants Clear Decision 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D. C., August 25.—Split tricks for tele- 
graph operators, as a method for getting around the 
hours of service law, will probably have to be given 
up by the carriers that adopted them. Judge Maxey 
of the United States District Court for the Western 
District of Texas, at Austin, Tex., according to notice 
given out Monday by the Interstate Commerce Commis- 
sion, has given judgment for $1,000 against the St. Louis 
Southwestern Railway Company, $100 on each count for 
keeping telegraph operators at work for ten hours, five 
hours at a time. 


The case was contested on the constitutional ground 
that the law destroys the freedom of contract, that the 
St. Louis Southwestern, for the purpose of this case, 
is a Texas corporation, with the operators in question 
performing duties in intrastate and not interstate com- 


merce and that the men were not employed more than 
nine hours continuously. 


The constitutional question as to the freedom of 
contract has been already disposed of by the United 
States Supreme Court in the case of the Baltimore & 
Ohio Railroad Company against the Interstate Com- 
merce Commission, decided on May 29, so the Texas 
federal court did not have to pass upon it. The con- 
stitutionality of the act was upheld by the highest court 


without the least quiver indicating uncertainty on the 
part of that tribunal. 


Under an agreement entered into between attorneys 
for the carrier and counsel for the Commission, the 
defendant road will modify the hours of service of its 
telegraph operators so as to bring them within the con- 
struction placed on the statute by the Commission, but 
at the same time ‘t will prosecute its appeal to the 
highest tribunal on the points not settled in the Baltimore 
& Ohio case. In other words, the managers of that 
system appear to think it will be better for them to 
obey the law as laid down by the district judge, pending 
appeal, rather than disregard what he has said and run 
the risk of heavy penalties accruing during the appeal, 
Which would be the fact, were the railroad to lose its 
contention in the highest court. 


The Commission reported the Texas case with every 
appearance of satisfaction, saying in its bulletin “the 
decision is a sweeping victory for the law.” 

At the same time the Commission reported that the 
Norfolk & Western will confess judgment in 27 counts 
brought against it growing out of the fact that it used 
hand brakes on mountain grades instead of controlling 
the speed of the train by air brakes, as the Commission 
holds it is required to do by the safety appliance act. 
The railroad company will pay into the treasury $2,700. 

There is, however, no satisfaction in the outcome 
of that case. The government does not care for the 
money. The prosecution, primarily, was to test the 
contention of the Commission that it is unlawful to re- 
quire the use of hand brakes for controlling the speed 
of the train. The courts have never passed on that 
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question squarely. In the only other case, brought in 
Pennsylvania, the carrier contended that the order to 
have the brakemen ready to use the hand brakes was 
merely a-precaution so that they might be prepared to 
hold the train in the event of the failure of the air 
brakes. The appeal in that case went off on a tech- 
nicality. 

Confession of judgment by the Norfolk & Western 
will make an appeal impossible. The government will 
have the money but the question will still be up in the 
air. 


Who Pays The Freight? 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 


Washington, D. C., August 25.—An interesting ques- 
tion as to who shall pay the freight is raised in the 
complaint of the Larkin Company of Buffalo against the 
Erie & Western Transportation Company, commonly 
known as the Anchor Line, Chicago & Northwestern and 
the Chicago, Milwaukee & St. Paul, filed with the Inter- 
state Commerce Commission this week, 


The Larkin Company ships soaps, toilet articles, 
household furniture, food products, wearing apparel and 
the like in two or three package lots and must guarantee 
delivery to the customer by the carrier. In the ship- 
ment that forms the basis for this complaint a wooden 
pedestal valued at $3 and consigned from Buffalo, N. Y., 
to Eau Claire, Wis., was never delivered. The carriers 
are willing to pay the $3, but they object to carrying 
a pedestal to replace it without the payment of 56 
cents, the full rate for such a shipment as the original 
one was. They offer, however, to refund 16 cents, the 
proportion to the whole rate, as they figure it, a sep 
arate charge for the pedestal would reasonably bear. 

The shipper refuses the 16 cents, claiming that 
inasmuch as the pedestal was lost, the carriers should 
make good the shortage without any expense to the 
shipper in the way of freight charges. While not claim- 
ing that the Commission has any jurisdiction over dam- 
age and loss claims, the complainant makes a demand 
for $3, the value of the pedestal, merely so as to have 
all the facts before the Commission, to the end that 
they may make a ruling on the point as to whether 
the carriers are entitled to any pay for carrying an 
article to replace something they had lost. 

Inasmuch as the mail order houses ship millions 
of such packages annually, the complaint about 16 cents 
assumes an importance that has a tendency to check 
the smile that comes from the statement that an irri- 
tated shipper is trying to bring a 16-cent matter before 
the Commission. 


MINNESOTA ASKS INFORMATION. 


St. Paul, Minn,, August 25.—The railroad and ware- 
house commission invites suggestions from all parties 
interested in the matter of joint rates between common 
earriers for the transportation of freight and express 
in carload and less than carload lots, and also invites 
such parties to be present and offer such suggestions 
as may be deemed important at a hearing to be 
held by the commission on August 31 at 10 a m. 
The commission is required, under chapter 313, 


merarenenaaetsas 


a 



















384 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 












General Laws of Minnesota for 1911, to make 
general rules fixing the percentage relation to govern 
in the making of such joint rates and also to make all 
rules necessary to govern in the transfer of freight and 


express between carriers. 


Retrenchment Rumors Fill Air 





Rumors of drastic retrenchment by railroad com- 
panies have gained wide circulation within the last few 
days. As one prominent official expressed: “You can 
hear almost any kind of rumor you want to.” 

The first intimation of any move for a reduction 
in working forces apparently came from the Harriman 
Lines. Reports were published that orders had been 
issued that would involve the laying off of some 6,000 
employes on this system. Omaha and San Francisco 
particularly laid stress on the threatened reduction, 
Julius Kruttschnitt, vice-president and director of main- 
tenance and operation, declared that the discharge of 
men was taken in pursuance of the policy to bring 
down expenses with reduction in revenues. It was ex- 
plained that men were employed in large numbers in 
the spring to take care of the expected bumper crops, 
and that now that the expectations had not been ‘fully 
realized, the surplus force was being trimmed. While 
it was asserted that reported reductions aggregating 
8,000 on the two Harriman Pacifics were probably ex- 
aggerated, it was admitted that such a curtailment 
would not be impossible. 

Other lines, while not denying that reductions in 
forces were imminent, were not inclined to concede 
that there was anything unusual in this situation. 

“IT have heard of no proposition to reduce wages,” 
said President Ripley of the Atchison, Topeka & Santa 
Fe yesterday. “Railroad officers do not run to meet 
trouble, and wage reductions will be about the last 
thing they will resort to, but they must and will resist 
advances in wages from the present high scale, and 
as their earnings decrease, due to short crops, bad 
business and enforced rate reductions, they must reduce 
their forces as every other line of business would do 
and is doing. I don’t see why there should be so much 
talk about it. Everybody knew it had to come.” 

President Miller of the Burlington said: “We are 
not reducing our forces any more than we customarily 
do at this time of year.” 

In other quarters also was the claim made that 
the rumors of threatened dismissals had been greatly 
exaggerated. It was claimed that the season was at 
hand when reductions were usually made and that the 
curtailment of forces of a somewhat temporary char- 
acter would probably come sooner and will be more 
pronounced this year. 


NORTH DAKOTA CROPS BETTER. 

President Pennington of the Minneapolis, St. Paul 
& Sault Ste. Marie Railway is reported by the Minne- 
apolis correspondent of the Wall Street Journal as say- 
ing that the grain crops of North Dakota will be some- 
what larger than was indicated when he was there 
last, and that recent rains have helped them. The hay 
and forage crops of North Dakota are good, he said, 
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and the big quantities of feed that North Dakota had 


to bring in last year will not be needed this year. His 
line is still pursuing an economical policy, but there are 
no plans for further curtailment, and he does not ex. 


pect to have to lay off any large number of men. 


Holds Up Advance in Rates 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. ©, 


Washington, D. C., August 25.—The following order 
has been made public by the Commission: 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 14th day of August, A. D. 1911. 

Present: Judson C. Clements, Charles A. Prouty, 
Franklin K. Lane, Edgar E. Clark, James S. Harlan, 
Charles C. McChord, Balthasar H. Meyer, Commissioners, 

Investigation and Suspension Docket No. 56. 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF PACK: 
ING-HOUSE PRODUCTS. 

It appearing that there has been filed with the In 
terstate Commerce Commission by F. A, Leland, agent, 
a tariff containing a schedule stating new individual 
and joint rates and charges, and new individual and 
joint regulations and practices affecting such rates and 
charges, to become effective the 18th day of August, 
1911, designated as follows: 

F. A. Leland, agent, Supplement No. 3 to I. C. C 
No. 839, Southwestern Lines Tariff No. 33-1, 

It is ordered, That the Commission, upon complaint, 
without formal pleading, enter upon a hearing concern- 
ing the propriety of the advances and the lawfulness 
of the rates, charges, regulations and practices, stated 
in the schedule contained in said tariff, on page 28 
thereof, reading as follows: 


Distance Rates. 


Item No. 153 cancels 153 of tariff. 

Cancel. For rates see Item 70 of this tariff and 
Southwestern Lines Tariff No. 44 (F. A. Leland’s I. C. C. 
No. 795, or reissues). 

It further appearing, That from a consideration of 
the character and amount of the advances, and the 
circumstances under which they have been made, and 
the rights and interests of the public affected thereby, 
it is the opinion of the Commission that the effective 
date of the schedule above specified should be postponed 
pending the hearing and decision: Therefore, 

It is further ordered, That the operation of the 
schedule above specified contained in said tariff be 
suspended, and that the use of the rates, charges, regu: 
lations and practices therein stated be deferred until 
the 16th day of December, 1911. 

And it is further ordered, That the several carriers 
hereinafter named be made defendants to this proceed 
ing, and that they be duly notified of the time and 
place cf the hearing above ordered, and that a copy 
of this order be forthwith served upon said F. A. 
Leland, agent, and upon each of said carriers, viz.: 

[The list of carriers includes 561 lines.—Ed.] 
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August 26, 1911 


LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 

Misquoted Rate as Affected by Shipper’s Instructions 


Concerning Route. 


Colorado.—“Is the railroad company liable for over- 
charges, when its agent verbally makes a quotation of 
a $1 rate without specifying any routing, when this 
rate applies over one route only? The shipper, not 
knowing this, on receiving the quotation, instructs the 
railroad company to route the shipment by way of 
certain lines, over which the $1 rate dces not apply. 
The lines over this route assess a rate of $1.62. Can 
the initial line quoting the rate of $1 be held liable for 
this overcharge of 62 cents?” 

The lawful rate is the tariff rate published and filed 
with the Interstate Commerce Commission via the route 
over which the shipment moved, and the shipper cannot 
claim the benefit of a lower rate on the ground that 
the carrier’s agent quoted a lower rate than that charged. 

In addition, you waived all benefits to the lower 
rate by specifically instructing the carrier to forward 
the shipment via the route which carried a higher rate. 
The Commission has repeatedly held that when a ship- 
per gives instructions to forward his goods by a par- 
ticular route, the carrier is relieved of the duty of 
ascertaining or advising whether the goods could be 
forwarded by ancther route at a lower rate. The law 
imposes upon every shipper the duty of accurately in- 
forming himself concerning the lawfulness of the rate 
via a given route. 

* * * 


Validity of Tariff Failing to Provide for Carload Rates. 


Louisiana.—“A railroad publishes a rate on cement 
to certain points on its lines, as follows: ‘From A to 
B, Cement L. C. L. 18.’ It formerly carried this rate 
on carloads and less than carloads, but in reissuing 
its tariffs it simply showed a rate as applying on less 
than carloads. While it is understood that the less than 
carload rate cannot exceed the carload rate, and one 
would naturally apply the above in cases where the 
Class rates for carloads exceeded the less than carload 
published rate, is it not illegal to publish a tariff in 
that manner?” 

It is not necessarily improper or unlawful in a car- 
tier for failing to provide a minimum carload rate on 
a given commodity, even though such commodity usually 
moves in carlcad lots, and formerly took such a rate. 
Ordinarily, when a specific commodity does not take 
a carload rate, the class rates for carloads will apply. 
If, however, the complainant can show that the failure 
of the carrier to apply a lower rate for carload ship- 
ments than those applied to shipments of like traffic 
in less than carloads results in unjust discrimination, 
or that the commodity usually moves in carload lots, 
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the Ccmmission would, in all probability, order that a 


carload rate be established and maintained by the 
carriers. 


* * * 


Application of the Carmack Amendment to Rail and 
Water Shipments. 


North Carolina.—‘“If a shipment moving rail and 
water on a rate carried in a joint, interstate, rail and 
water tariff, said tariff specifically stating that ‘Cost 
of insurance is not included in the rate,’ and neither 
shipper or ccnsignee carrying insurance on said ship- 
ment, should be lost at sea on account of a wreck 
or otherwise, what amount could the owner of the 
gocds collect and from whom?” 


The shipment in question, being a through interstate 
rail and water one, and assuming that it originated at 
a point within one state and is destined to a point in 
another state, of the United States, comes within the 
scope cf section 20 of the act, which provides that 
“Any common carrier, railroad, or transportation com- 
pany receiving property for transportation from a point 
in one state to a point in another state shall issue a 
receipt or bill of lading therefor and shall be liable 
to the lawful holder thereof for any loss, damage, or 
injury to such property caused by it or any common 
carrier, railroad, or transportation company to which 
such property may be delivered or over whose line 
or lines such property may pass, and no contract, re- 
ceipt, rule or regulation shall exempt such common car- 
rier, railroad, or transportation company from the lia- 
bility hereby imposed.” As a consequence, you have 
a right of action against either the initial carrier or 
the water carrier, if the loss is one for which the carrier 
is legally chargeable, and you may recover in the full 
amount of the loss actually sustained, unless a lower 
valuation was placed on the goods by contract. 

* * * 


Rate Effective Date of Shipment Prevails Against Invalid 
or Dissolved Injunction, 


New York.—‘“M. P. Washburn’s I. C. C. No. 50 
originally carried rate of $5.95 per net ton on cast iron 
pipe and fittings from Anniston, Ala., to Fort Dodge, Ia. 
This rate was increased to $6.45, Supplement No. 3, 
effective June 16. As I understand it, this advance in 
rates was enjoined by Judge Dyer of the United States 
Court for the Eastern District of Missouri, about 
June 1. Later, Supplement No. 4 to Mr. Washburn’s 
I, C. C. No, 50 restored the rate of $5.95, effective June 
20, in accordance with carriers’ agreement to postpone 
the effective date of increases in rates until passage 
of the act amendatory to the act to regulate com- 
merce, or until the second session of the 61st Congress 
adjourns. These advances were, I believe, later given 
full hearing by the Interstate Commerce Commission 
and were not allowed. On June 24 we made a ship 
ment of a carload of pipe and fittings from Anniston 
to Fort Dodge on which the railroad company assessed 
freight on basis of the advanced rate of $6.45. I con- 
tend that this is wrong, as under the injunction and 
later withdrawal of advances, the advanced rate was 
never in effect and.that charges should be based on 
the old rate of $5.95. Can you say if this contention 
is correct?” 

Your pcsition is not the correct one, because it 
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was not until June 25, 1910 (one day later than the date 
of shipment) that the Interstate Commerce Commission 
reduced the rate in question from $6.45 to $5.95, under 
special permission, in accordance with agreement of 
carriers to postpone the effective date of increases in 
the rates until the passage of the act amendatory to 
the act to regulate commerce, or until the second session 
of the 61st Congress should have adjourned. 

While it is true that the United States Court for 
the Eastern District of Missouri did, on or about June 
1, and prior to the date of shipment in question, enjoin 
the increased $6.45 rate, yet, under decisions of the 
United States Supreme Court, said court legally had no 
jurisdiction over the question of enjoining the making 
or publication of a rate, and therefore the publication 
of said rate was never duly enjoined. It is also true 
that subsequently the Commission declared the increased 
rate unreasonable and restored the lower rate, but 
as this order had no retroactive force, it did not affect 
the rate in existence on June 24, 1910. It therefore 
follows that the $6.45 rate was in effect on the date 
of shipment in question, and should be applied to the 
same, but it does not follow that you are barred from 
the right to attack the reasonableness of the rate you 
paid and to ask for reparation based on the difference 


between that rate and the one established by the 
Commission. 
a oo ” 


Not Ali Discriminations Unlawful, 


Massachusetts.—‘“Would the fact that a railroad de- 
clines to absorb the switching charges necessary to 
make delivery of C. L. traffic at an industry located on 
another road, when shipments originated at points in 
state of Maine, while absorbing the same charges on 
similar shipments from points in New York or other 
states, be considered discrimination?” 

It is not all discriminations that fall within the 
inhibition of the statute, but only such as are unjust 
or unreasonable. A carrier may give to one locality 
or one community a preference over some other locality 
or some other community, provided the preference be 
not undue or unreasonable. When traffic is not of a 
like kind, or when the service is not like and con- 
temporaneous, or when the transportation is not ren- 
dered under substantially similar circumstances and con- 
ditions, difference in charge does not constitute unjust 
discrimination within the meaning of the statute. It 
has been held by the Commission that a carrier may, 
under stress of competition, absorb a terminal charge 
upon one kind of merchandise or in favor of one locality 
and not in favor of another. As a consequence, while 
the practice of a carrier in absorbing switching charges 
on shipments originating at New York and other points, 
and refusing to absorb such charges on similar ship- 
ments originating at Maine, seems to establish a prima 
facie case of unjust discrimination, yet if the defense 
offered is that the service is rendered under dissimilar 
circumstances and conditions, or under stress of com- 
petition, the Commission might hold that no undue 
discrimination exists, 


* * * 


Consignee’s Obligation to Pay Undercharges. 

California—‘“We purchase a certain commodity in 
considerable quantities, the price covering delivery at 
our factory. The shippers invariably forward the ship- 
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ments to us freight charges collect. The delivering 
line renders us bills covering the freight. We pay the 
bills as rendered and deduct the amount of freight 
from the shipper’s invoice and close cur account with 
the shipper. Owing to the shipments originating gep. 
erally in very out-of-the-way places, it seems impossible 
for the railroads to ship a car with the correct freight 
charges applying, and months afterward, and sometimes 
two or three years, we are supplied with a bill covering 
undercharges, with a letter requesting that we send 
check to cover the difference. Without going into ru! 
ings or too lengthy an explanation, it is practically 
impossible to check the charges on the commodity in 
question with any degree of certainty. The consequence 
is we close up our accounts with an unsatisfied feeling, 
not knowing whether we will be called upon to assume 
additional charges or not. But when we do close an 
account, if there is any error made by the carriers, we 
contend that we have delivered to the shipper money 
which belongs to the carriers through their own mis- 
take, and consequently the shipper being in possession 
of their money, that it is up to the delivering carrier 
to proceed and collect the undercharges from the said 
shipper, Therefore, are we not strictly within our legal 
rights in refusing to pay such charges, instructing the 
delivering carrier to collect same from the shipper, 
furnishing them with his name and address, and which 
shipper really has possession of their money and liable 
for the amount?” 

Section 6 of the act requires that carriers shall file 
tariffs with the Commission showing all their rates, 
fares, charges, etc., and that such rates, fares, etc., 
shall be applied in the transportation and delivery of 
their freight. Thus, these published rates become the 
lawful rates that the carrier must charge, and the Com- 
mission has often ruled that whenever an undercharge 
results from error in billing by the initial carrier or a 
connection, the delivering carrier must collect the under- 
charges, or must exhaust its legal remedies in an effort 
to do so. 

Now, the law presumes that the consignee named 
in the bill of lading is the owner of the goods and 
must be treated by the carrier as the absolute owner 
until it has had notice.to the contrary. The consignee, 
being presumptively the owner of the goods, is therefore 
prima facie liable for the freight, and if he accepts 
the goods the law implies a promise on his part to pay 
the full amount that is properly due thereon. If the 
consignee has contracted with the shipper that the 
freight charges might be deducted from the amount of 
the shipper’s invoice, this makes the shipper responsible 
for the freight as between shipper and consignee, and 
whatever undercharges might be lawfully. demanded by 
the carrier and paid by the consignee can be recovered 
by the latter from the shipper. But no legal obligation 
rests upon the carrier to collect such undercharges from 
the shipper only; the carrier may demand their payment 
from either shipper or consignee. 


TRANSPORTATION MEN HAVE OUTING. 


Members of the Chicago Transportation Association 
had an all-day outing at Michigan City Tuesday. Dancing 
on the boat, picnic sports, running races, ball games, batb- 
ing and amusement park attractions constituted the enter 
tainment offered the members. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During Past Week 


American Milling Co. vs. L. H. & St. 
L. and Sou. Ry. (4314). 
Complainant alleges that on Jan- 
uary 6, 1910, it shipped one car of 
feed from Owensboro, Ky., to Bare- 
croft, Va., charges assessed and col- 
lected being based on a rate of 22% 
cents per 100 pounds. Complainani 
alleges that rate is excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, to put 
in force more reasonable and just 
rates, and asks reparation in the 
sum of $14. 


Alderman, D. W., & Sons Co. vs. S. A. 
L, and Sou. Ry. (4312). 

Complainant alleges that in the 
course of its business it shipped a 
consignment of shingles between 
Guess, S. C., and Lowell, N. C., 
charges assessed and collected be- 
ing based on a rate of 23.43 cents 
per 100 pounds. Complainant al- 
leges that said rate is excessive, un- 
reasonable and unjust, that a just 
and reasonable rate should not ex- 
ceed 14.25 cents, and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $26.20. 

Andrews, James R., vs. C. & N. W. 
(4516). 

Complainant alleges that the rates 
on lumber from Osier, Mich., to 
Milwaukee, Wis., and Chicago, IIl., 
are excessive, unreasonable and un- 
just, and prays thatéafter due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $74.83. 

Architect & Engineer Supply*Co., C. 
Hanson and Elder Mercantile Co. vs. 
A. T. & S. F. et al. (4815). 

Complainants allege that rates 
charged by defendants on motor- 
cycles from Mississippi River cross- 
ings to Kansas City, Mo., and Ot- 
tawa, Kan., are excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
Said violation, to put in force more 
reasonable and just rates, and pay 
reparation in the sum of $41.13. 

Associated Oil Co. vs. Sou. Pac. and 
A. T. & S. F. (4809). 

Complainant alleges that in the 
course of its business it has shipped 
from McKittrick and Olig, Cal., va- 
rious consignments of crude oil, 
consigned to Prescott and Seligman, 
Ariz. Complainant alleges that 

rates charged by defendants are ex- 


cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $13,468.21. 


Blodgett Milling Co, vs. C. M. & St. P. 


et al. (4313). 

Complainant alleges that defend- 
ant’s tariffs naming rates on grain 
and grain products make and give 
undue and unreasonable preferences 
and advantages to millers, maltsters, 
dealers and jobbers situated at St. 
Paul, Minneapolis or Minnesota 
Transfer, Minn., and discriminate 
against millers, maltsters, dealers 
and jobbers located at other points. 
Complainant alleges that tariffs giv- 
ing said advantages to persons do- 
ing business at Minneapolis, St. 
Paul or Minnesota Transfer, Minn., 
are unreasonable and illegal, and 
prays that after due hearing and 
investigation defendants be made to 
answer such charges, to cease and 
desist from said violation, and to 
give to dealers situated at other 
points more reasonable and just 
rates and for such further order as 
the Commission may consider com- 
plainant entitled to. 


Bowling Green Business Men’s Pro- 


tective Association vs. L. & N. et al. 
(4310). 

Complainant alleges that rates 
published by defendants between 
Bowling Green, Ky., and interstate 
points are excessive, unreasonable 
and unjust, and give to other cities 
located in the vicinity of Bowling 
Green an undue and unreasonable 
advantage. Complainant prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to put in force more rea- 
sonable and just rates and for such 
further orders as the Commission 
may consider complainant entitled 
to. 


Brittingham & Young Co. vs. C. M. & 


St. P. (4318). 

Complainant alleges that the 
rates of 10 cents to Chicago, 8 cents 
to Dubuque, 11 cents to Gollmar, 
Ia., 10 cents to Winona, Wis., and 
12% cents to St. Paul, Minn., on 
lumber and forest products, from 
points on the La Farge branch of 
the C. M. & St P. are excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and de- 
sist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $1,000, or such other sum 
as the Commission may consider 
complainant entitled to. 





Business Men’s League of St. Louis, 


Mo., vs. C. & A. et al. (4308). 

Complainant alleges that defend- 
ant carriers, by their tariffs, have 
canceled rules governing returned 
shipments on articles which for- 
merly moved at one-half of the reg- 
ular tariff rate. Complainant al- 
leges that said articles now take the 
regular tariff rate, which is excess- 
ive, unreasonable and unjust. Com- 
plainant prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, to put in force more reason- 
able and just rates, such rates not 
to exceed one-half of the regular 
tariff rate on new articles, and for 
such further orders as the Commis- 
sion may consider complainants 
entitled to. 


Continental Oil Co. vs. B. & O., Chi- 


cago Terminal Transfer, A. T. & 
S. F., Colo. & Sou., Denver & R. G. 
and Sou. Pac. (4319). 

Complainant alleges that during 
the years of 1910 and 1911 it shipped 
various consignments of empty tin 
oil cans, boxes and caps from Whit- 
ing, Ind., to Ogden and Salt Lake 
City, Utah, charges assessed and col- 
lected being $3,498.88, based on a 
rate of $1.60 per 100 pounds. Com- 
plainant alleges that said rate is 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $874.72. 


Dolese & Shepard Co. vs. Elgin, J. & 


E. Belt Ry. of Chicago, Chicago & 
Ill. West. (4317). 

Complainant alleges that during 
the course of its business it shipped 
23 cars of dirt from Gary, Ill., to 
Gary, Ind., charges assessed and col- 
lected being based on a rate of 40 
cents per 100 pounds. Complainant 
alleges said rate excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $254.46. 


Headington & Hedenberch vs. St. L. 


S. W. et al. (4285). 

Complainant alleges that during 
the course of its business it shipped 
four carloads of peaches from Bul- 
lard, Tex., to Sioux City, Ia., and re- 
consigned one car each to Alton, 
Ireton, Linne Grove and Paullina, 
la., respectively. Complainant al- 
leges that charge of $904 as as- 
sessed by defendants was excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
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gation defendants be made to an- 
swer such charges, to cease and de- 
sist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $108. 


Hill & Webb vs. Iberia & V., M., La. & 


Tex. and Houston Tex. Cent. et al. 
(4306). 

Complainants allege that rates 
charged on ear corn by defendants 
from points in Louisiana to points 
in Texas are excessive, unreasonable 
and unjust, and pray that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and ask 
reparation in the sum of $60.64. 


Hutchinson Mill Co. vs. A. T. & S. F. 


(4307). 

Complainant alleges that during 
the period from June 1, 1909, until 
June 1, 1911, it shipped into and 
from Hutchinson, Kan., 485 cars of 
grain and products, upon which it 
was required and did pay the A. T. 
& S. F. R. R. for switching services 
to and from the tracks of the C. R. 
I. & P. at Hutchinson the sum 
of $970, charges assessed and col- 
lected being based on a rate of $2 
per car. Complainant alleges that 
said switching charge is unreasona- 
ble, unjust, excessive and illegal, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
and to refund to complainant the 
said sum of $970. 


Larkin Co. vs. Erie & Western Trans. 
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boxes containing drugs, notions, dry 
goods and one wooden pedestal. 
Complainant alleges that upon re- 
ceipt of shipment at Eau Claire, 
Wis., the wooden pedestal was miss- 
ing, but, notwithstanding this, de- 
fendants charged complainant a rate 
of 56 cents on same. Complainant 
prays that after due hearing and 
investigation defendants be made 
to answer such charges, to cease 
and desist from said violation, and 
asks reparation in the sum of 56 
cents for freight charges and in the 
sum of $3 to cover the value of 
pedestal. 


Memphis Freight Bureau vs. St. L. 


S. W. et al. (4299). 

Complainant alleges that the rates 
on cottonseed from points in Mis- 
souri and Arkansas to Memphis, 
Tenn., are excessive, unreasonable 
and unjust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in such sum as the Com- 
mission may consider complainant 
entitled to. 


Miller, Albert, & Co. vs. M. La. & Tex.., 


Ill. Cent., Vandalia, P. R. R. (4321). 

Complainant alleges that the min- 
imum weight of 30,000 pounds as 
charged by defendants on potatoes 
from Lockport and other Louisiana 
points to Fort Wayne, Ind., is ex- 
cessive, unreasonable and unjust, in 
view of the fact that said product 
cannot be loaded into cars at a 
weight in excess of 24,000 pounds. 
Complainant prays that after due 









Co., C. & N. W. and C. St. P. M. hearing and investigation defend- 
& O. (4822). ants be made to answer such 

Complainant alleges that on Sept. charges, to cease and desist from 
10, 1910, it shipped from Buffalo, said violation, to put in force a more 
N. Y., to Eau Claire, Wis., two reasonable and just minimum 
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weight, such minimum weight not tp 

be in excess of 24,000 pounds, ang 

for such further orders as the (Cop. 
mission may consider complainan} 
entitled to. 

Shults, Daniel W., and Angelo Walker 
doing business under the firm name 
of D. W. Shults & Co., vs. Kanona ¢ 
Prattsburg R. R. (4320). 

Complainants allege that during 

the period from July 4, 1909, untij 
July 3, 1911, defendants charges 
complainants the sum of $444 fo, 
demurrage at Prattsburg, Wheeler 
and Kanona, N. Y. Complainants 
allege that said demurrage charges 
were illegal, and pray that after due 
hearing and investigation defendants 
be made to answer such charges. to 
cease and desist from said viola. 
tion, and to refund to complainants 
the sum of $444 or such other sum 
as the Commission may consider 
complainants entitled to. 

Struck, Alfred, Co. vs. L. & N. et al, 

(4311). 

Complainant alleges that during 
the course of its business it shipped 
from Louisville, Ky., to various 
points in the South and West vari 
ous consignments of doors and win- 
dows. Complainant alleges that de. 
fendant carriers based their rates 
on a minimum charge of 30,000 
pounds, which minimum weight is 
excessive, unreasonable and unjust. 
Complainant avers that a just and 
reasonable minimum weight on such 
shipments should not exceed 10,00) 
pounds, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violations, to put in force more 
reasonable and just minimum 
weights and asks reparation in such 
sum as the Commission may con- 
sider complainant entitled to 








To Consider Long and Short Haul 

























Des Moines, Ia., August 25——A general conference to 
consider the Iowa long and short haul clause has been 
called by the Iowa State Manufacturers’ Association at 
Colfax, September 2. 


Discussing the question, Secretary Wrightman said: 

“Stripped of its legal verbiage, section 2145 of the Iowa 
code means that if a carrier makes a rate of 24 cents per 
hundredweight, first class, for 100 miles in one part of 
Iowa, he cannot make a different rate per hundredweight 
on the same kind of freight for any other 100-mile haul on 
his lines in Iowa. The same principle applies to all 
freight and distances. This law has stood for twenty-three 
years. The argument that brought it forth and has sus- 
tained it is that all citizens of Iowa, in all parts of the 
state, shall have the same service at the same price; that 
no locality in the state shall have a transportation advan- 
tage over another. Meanwhile, demands for the repeal of 
the law have arisen from two sources: 

“First. Certain industries, particularly the coal, clay 
and cement, which come in direct competition with sur- 
rounding states in marketing their product in Iowa, de- 
mand that they be allowed freight rates to certain parts of 
the state lower than what might ordinarily be considered 


























a reasonable rate, to meet outside competition of interstate 
rates, which lower freight rates are not necessary in other 
parts of the state, and which lower rates the carriers are 
usually willing to grant. 

“Second. Localities connected by more than one rail- 
road or combination of railroads demand .that the same 
rates between the localities be applied over all the com: 
peting lines, to give them the benefit of competitive serv- 
ice without extra expense. 

“Several of the general assemblies have struggled with 
this question. They have all developed a realization of 
the vast importance of the question to the whole state, the 
lack of sufficient information on which to base action, and 
the fact that no state-wide discussion of the question has 
been had by the shipping interests. This association has 
considered the question on various occasions, but without 
final results. There are unanswerable arguments on both 
sides of it. What we want is such a state-wide considera 
tion of all points involved that we can make a definite 
recommendation to the thirty-fifth general assembly, fr 
this will be one of the leading questions before that body. 
After talking the matter over with a number of shippers 
in various parts of the state, I have been requested to call 
a preliminary meeting to start the state-wide discussiol 
of the question, and ask the various shippers’ organizations 
of Iowa to send representatives.” 
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NEWSPAPER COMMENT 


Qn Railway and Other Questions of National and Local Interest. 





In these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service Bureau. 





Mr. M. C. Browder wants to know how we are to have 
an era of free competition in interstate commerce when 
the Interstate Commerce Commission has power to control 
railway rates. 

A year ago the railroads of the West, numbering 
twenty-five, entered into a conspiracy to advance rates to 
an extent which would have imposed upon the industries 
of the country an additional tax of one hundred millions of 
dollars. 

The President first checked this movement by a mo- 
tion in court. Then the Commission, after investigation, 
refused its consent to the imposition. This did not restore 
competition, struck down by the associated railroads, but 
it did set a limit to the predatory privileges of the roads. 

Mr. Browder says that prior to the enactment of the 
railway legislation the roads fought each other for every 
advantage. 

The destruction of this system of competition was inaug- 
urated by Mr. Albert Fink, when he instituted his railroad 
pools, designed to put a stop to what the railroad man- 
agers and speculators called cut-throat competition. 

It was this “cut-throat competition” which enabled the 
American producers to develop the railway system of 
America. Railroads without traffic have no value. It was 
the individual farmer, it was the mining companies, it was 
the sawmills and manufacturing institutions which created 
traffic for these railway lines and so “built up America.” 

After an era of competition there came an era of com- 
bination, wherein secret rebates were substituted for open 
competition. The far-reaching influence of rebating is 
seen in the wreck of individual oil merchants on the one 
hand and the gigantic oil trust on the other. 

Outrageous discriminations and secret rebates drove 
the people of the West to revolt and they appealed to law 
lor protection. Chief among the men who sought to pro- 
tect the individual shipper against the aggressions of rail- 
toads, built up by land grants, but owned in Wall street, 
were Senator Carpenter, Senator Booth, Senator Reagan 
and Senator Cullom. The conflict went on between the 
shippers and the railroad managers. Mr. Browder says it 
was a “mighty struggle for existence.” It was a struggle 
altogether unequal, unfair and unjust; a struggle between 
the individual shipper, miles from his market, with rail- 
road managers compelled to exact more than the traffic 
would bear to meet the demands of Commodore Vanderbilt, 
Jay Gould, Jim Fisk, their predecessors and their suc- 
cessors, 

Mr. Browder thinks that “the people of the country 
Will learn that laws of evolution do not change because 
Congress enacts legislation.” 

True; but such statutes are not intended to “amend 
the laws of evolution;” they are intended to amend the 
conduct of men given to evil practices. Acquisitiveness is 
4 Ratural impulse, but the law places a limit to the indul- 
sence of this disposition and when the individual passes 
that limit he is a thief and is Punished accordingly. 

We have approved the laws that would give to the 


government authorities supervision of rates over national 
highways; that would divorce transportation lines from 
the coal mining industries; that made it a penal offense to 
give rebates; that would restrain the influence of the 
monopolies and protect competition in every branch of 
industry. Trusts are formed to destroy competition, which 
we would re-establish. 

It seems absurd to Mr. Browder “to undertake to pro- 
tect the weak,” but law has that excuse and no other. Law 
protects the weak against the physically strong. It pro- 
tects women against the aggressions of men, children 
against the wrongs inflicted by grown people, the indus- 
trious from the cunning of the thief, and the quiet citizen 
from the brutality of the footpad or the burglar. 

We hope the development of law will proceed upon 
these lines. 

Public attention has been turned to the rectification of 
these industrial and financial ills. The task before the 
American people is “to shackle cunning as they have 
shackled crime.” Let us hope it will be done more effect- 
ively. The object is to restore to the individual laboring 
man that freedom of contract which he once enjoyed, but 
which has been stricken down by the men for whom Mr. 
Browder pleads. .The object is to restore the control of 
his property to the farmer of the West, to the farmer of 
the South, and to enable these men to deal upon fair 
terms with the transportation agent at his local railroad 
station, and with traveling agents of various supply agen- 
cies. Let the statute law remove the obstacles greed and 
graft have opposed to competition, that this natural force 
may have free course to run and be glorified.—Louisville 
(Ky.) Post. 

of * * 

Last spring, when hearings were being held before 
the Interstate Commerce Commission on the proposition to 
advance railroad freight rates, an attorney for the shippers 
made the assertion that the railroads could save a million 
dollars a day by introducing scientific management whereby 
the efficiency of employes would be raised. Expert testi- 
mony was introduced to show what had been accomplished 
in some of the smaller industrial establishments along the 
lines suggested. The answer of the railroads was in effect 
that, while precision in the matter of running trains was 
the constant aim, it was impossible to introduce this spe- 
cial method of time economy and scientific management 
in railroad shops. It was asserted that employes would 
rebel against any system that involved the holding of stop- 
watches over men working at the bench, because of the 
ineradicable feeling among workmen that in the mass they 
would suffer from establishment of a special degree of 
individual efficiency. 

The experience of the United States government in its 
arsenal at Watertown seems to confirm the position as- 
sumed by the railroad managers in their answer to theo- 
retical economists. The War Department had selected 


Watertown arsenal for its experiments along the line of 
sicentific management because, if successful there, there 
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AVERAGE DETENTION SHOWS DECLINE 

New Orleans, La... August 2i.—The report of the Somh 
erm Dequurrage and Storage Bureau for Jume shows thai 
26311 cars were reported, of which 1.554 were detained 
beyond the free time, with am average detention af 
Gays per car. For the same mouth 
éectention was 188, the total reported 35.466, and the num 
ber deizined 2907. The large Geeresse im the total cars 
reported is camsed by the withdrawal 
lines from the burecan. 
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it is prayed that the commission rescind last year and thus far this year. The railroads are not 
anceling the 2-cent rate, and that the oid inclined to make any concession, it is said. 


1 Lenneieaté Phosphate Rates POSITION WANTED 


THE TRAFFIC SERVICE NEWS BUREAU, 


BUILDING, WASHINGTON, D. C. 





AS INDUSTRIAL TRAFFIC MANAGER, by 


young man well versed in Interstate Commerce 
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would be no doubt that the system would work in larger 
arsenals. The shops were readjusted, machines of the 
same size were placed together, and raw materials were 
massed at the most convenient points. The next step was 
to classify the labor in order to determine what amount 
of work each man could perform under the most favorable 
conditions. When everything was arranged inspectors 
were placed with stop-watches to observe each workman 
and note the exact time required for each important mo- 
tion. Then the men quit work in a body. No question of 
time or wages was involved, and it is asserted that the 
successful introduction of the system would not cut down 
wages. On the contrary, it was proposed that a certain 
amount of labor, measured in products, be determined upon 
as a day’s job, and the men were to be paid for everything 
over the specified amount. But the men objected to the 
personal observation of every movement necessary to es- 
tablish the scientific unit of production. 


And you can hardly blame the men. Operatic singers, 
actors, baseball players and other highly-paid professionals 
are trained with a knowledge that their every movement 
while in public will be observed by countless eyes; but 
this ordeal, if such it proves to be, lasts for two hours at 
most, and is recognized as part of the business. Besides, 
instant recognition and applause from the public, the real 
paymaster, is a constant and encouraging stimulus to im- 
provement, and during the long hours of rest and recrea- 
tion the artist is buoyed up by the hero-worshipers. With 
the shopman it is different, and as long as industrial tradi- 
tions remain as strong as they are something other than 
critical inspectors armed with stop-watches must be 
adopted to raise the efficiency of the mechanic or day 
laborer.—Pittsburgh (Pa.) Gazette-Times. 


AVERAGE DETENTION SHOWS DECLINE. 

New Orleans, La., August 25.—The report of the South- 
ern Demurrage and Storage Bureau for June shows that 
26,911 cars were reported, of which 1,850 were detained 
beyond the free time, with an average detention of 1.79 
days per car. For the same month in 1910 the average 
detention was 1.88, the total reported 55,066, and the num- 
ber detained 2,907. The large decrease in the total cars 
reported is caused by the withdrawal of nine member 
lines from the bureau. 


Craffic World Changes 


Frank B. Bowes, vice-president in charge of traffic 
of the Illinois Central Railroad Company, has been 
elected third vice-president, with similar duties, on the 
Yazoo & Mississippi Valley Railroad Company. 


O. P. McCarthy has been promoted to the office of 
general passenger traffic manager of the Baltimore & 
Ohio system. B. Calloway succeeds Mr, McCarthy as 
general passenger agent of the Baltimore & Ohio South- 
western and the Cincinnati, Hamilton & Dayton lines. 
C. S. Wight will now confine his activities to the freight 
end of the business, with the title of general freight 
traffic manager. 





Charles W. Ford, formerly connected with the Okla: 
homa Railway, has been appointed traffic manager of the 
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Grand Junction & Grand River Valley Railway Company, 
with headquarters at Grand Junction, Colo. Mr. Ford sve. 
ceeds J. H. Brinkerhoff, resigned to accept service with the 
Illinois Central Railroad Company. 

Cc. O. Claiborne has been appointed commercia! agent 
of the St. Louis & San Francisco Railroad Company 
headquarters at Muskogee, Okla. 

F. B. Wurzbacher has been appointed general agent of 
the companies comprising the White Pass & Yukon Route 
with headquarters at Seattle, Wash. Mr. Wurzbacher vil 
have jurisdiction over traffic matters in the Vancouver 
office and succeeds I. W. Dudley, resigned. 

S. P. Haas has been appointed division freight agent 
of the St. Louis & San Francisco Railroad Company, with 
headquarters at Fort Smith, Ark., vice Roy Robinson, 
assigned to other duties. 

O. M. Ellsworth, general agent of the Rock Island 
Lines at Pittsburgh, Pa., has been appointed general east. 
ern agent for the same system, with headquarters at New 
York City, vice F. B. Melsick. T. W. Bennett, commercial 
agent at Louisville, Ky., will succeed Mr. Ellsworth at 
Pittsburgh. 

The directors of the reorganized International & Great 
Northern Road, at a meeting in Houston, Tex., a few days 
ago, elected the following officers: T. J. Freeman, presi- 
dent; George H. Taylor, New York, first vice-president; 
Henry Martin, Palestine, Tex., second vice-president; Al- 
fred R. Howard, Palestine, secretary and treasurer, and 
H. B. Henson, New York, assistant secretary and treasurer 
Messrs. Freeman, Howard and Henson were executive off- 
cers of the defunct railroad company. 


, With 





TO POSTPONE NASHVILLE ORDER. 


Washington, D. C., 
decided, but not 


August 25.—The Commission has 
yet formally 


announced, a_ postpone- 
ment of the effective date in the Duncan milling-in- 
transit case, in which it issued an alternative order di 
recting the carriers either to cease giving such rates 
to Nashville or to accord them to the complaining cities. 
Both carriers and Nashville grain dealers are going to 
take the case to the Commerce Court. Postponement 


of the effective date wil] make it unnecessary for them 
to ask for a restraining order to prevent the alt« 
rule going into effect. 


rnative 


MORE LIVE STOCK TARIFFS SUSPENDED. 
Washington, D. C., August 25.—The Interstate Com: 
merce Commission has suspended, until December 13, Sup 
plement No. 3 to I. C. C. No. 2812 of the Minneapolis, St 


Paul & Sault Ste. Marie Railway Company and Supple 


ment No. 5 to I. C. C. No. 4362 of the Northern Pacific 
Railway Company, involving rates on stock cattle and 
sheep. These tariffs will be investigated at the same time 
the advances mentioned on page 350 of the last issue of 


Tue TRAFFIC WORLD are considered. 


WANTS OLD BRICK RATE RESTORED. 

Little Rock, Ark., August 25-—The Clark 
Brick Company has filed a petition with the state rail- 
road commission, asking a rehearing on the questiol 
of rates, on the shipment of brick from Little Rock ' 
Malvern, and requests the commission to restore the 
former rate of 2 cents. In the petition, it is stated 
that “the order canceling the 2-cent rate is a discrimr 
nation against the Little Rock order ¢anceling the 2-cel! 
rate is a just and fair compensation for the transport 
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August 26, 1911 






‘ion service, it is prayed that the commission rescind 
its order canceling the 2-cent rate, and that the old 
restored.” 


rate of 2 cents be 


To Investigate Phosphate Rates 





THE TRAFFIC SERVICE NEWS BUREAU, 

WESTORY BUILDING, WASIIINGTON, D. C. 
August 25.—The Commission has 
notified the carriers engaged in the phosphate 
rock business that it intends inquiring into the reason- 
ableness of their increase in the rate on carloads of 
rock, which would have become effect- 
20 but for the suspension order put cut last 
The complaining shippers and receivers charge 


Washington, D. C., 


formally 


crude phosphate 
ive August 


Saturday. 


that the tariff provision providing that the carload rate 
shall apply only in the event the crude ground phosphate 
rock is sacked increases the rate by indirectly increas- 


ing the ccst of preparing the stuff for shipment. 

The order of suspension places the tariff changes 
until December 18, 1911. The issues sus- 
& Nashville Supplements Nos. 5 
A-11556, 


beyance 
Louisville 
and to I. C, C. No. 


follows: 


pended are 


which carry a note as 


“Effective August 20, 1911, the rates named in the 
tariff and supplements. on crude ground phosphate rock 
1 carloads, will apply only when shipped in sacks.” 





AMENDS COTTON CONCENTRATION RULES. 


Austin, Tex., August 25—The state railroad commis- 
sion has issued an amendment to the concentration rules 
providing that charges on concentrated cotton shall be 
refunded in such amount as will permit the railroad com- 
pany to retain its full rate from point of origin to point 
of destination, and that such refund adjustment shall be 
made within 48 hours of the time of the receipt of such 
cotton for reshipment. 





McCORNACK TO ADDRESS MILWAUKEANS. 

Walter E. McCornack of Chicago, formerly an attorney 
for the Interstate Commerce Commission, has accepted an 
livitation to address the Transportation Association of 
Milwaukee on “Rate-Making When the Federal Government 
Obtains the Value of the Property of the Railroads of the 


United States.’ Mr. McCornack will speak some time next 
month, 


WILL ANNOUNCE EXPRESS RATE DECISION. 

Definite announcement of the action of the Illinois 
tailroad and warehouse commission on express rates in 
this state is expected at the meeting to be held in Chicago 
% September 6. It seems quite likely that the opinion 
and order will be handed down at that time. 








MAY BREAK ON FLOUR RATES. 


St. Paul, Minn., August 25.—It is said that there 
hay be a break between railroads and lake lines over 


‘astbound flour rates. It is said that the differences 
NVOlved arise in part from the competition of the Glad- 
‘tone port and the Soo line in connection with the 
Duluth and the head of the lake lines. The steamer 
lines on the lakes plying between Duluth and Cleveland 
‘id between Erie and Buffalo want a great share of the 


lifferential, traffic cn the Great Lakes having been light 
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last year and thus far this year. 
inclined to make any concession, it is said. 


The railroads are not 





POSITION WANTED 


AS INDUSTRIAL TRAFFIC MANAGER, by 
young man well versed in Interstate Commerce . 
Law and Rulings. Have been successful with cases 
before the Commission and can show remarkable 


record in collection of claims. Am now employed 


but desire change of location. 


E.27. TRAFFIC WORLD, CHICAGO 


POSITION WANTED 


By a transportation man of wide ex- 
perience—familiar with American, 
Ocean and European freight rates 
and conditions, and with Import and 
Export Traffic. 


S-22,—TRAFFIC WORLD, CHICAGO 


WANTED 


A traffic man of twelve years’ experi- 
ence, both railroad and industrial, also 
executive experience in commercial 
lines, desires change. Would consider 
investing. Excellent reference. 


V-390, THE TRAFFIC WORLD, CHICAGO 








William Dunton Kerr 


Commerce Counsel 


Practice Before Insterstate Commerce and 
Railroad and Warehouse Commissions 


115 SOUTH LA SALLE STREET, CHICAGO 


Telephones / Main 1550 


Consultation Invited * } Auto. 51681 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 











| CATHCART TRANSFER MINN. TRANS. & STOR- BOWMAN TRANSFER s. 
& STORAGE CO. AGE CO. & W. CO. 
| ATLANTA, GA. 122 S. sth St. 708 E. Main St. 


MINNEAPOLIS, MINN. 


RICHMOND, VA. 














BALTIMORE TRANS- SOUTHWEST TRANS. | ae 
FER CO. FER & STORAGE CO. eritneities * temspscmme 
| Light & Lombard Sts. OKLAHOMA CITY, 

| BALTIMORE, MD. OKLA. SEATTLE, WASH. 










| THE BENEDICT WARE- 
| HOUSE & TRANS. CO. 
| ° xgth and Welton Ste. 











GEORGIA LIGHTERAGE 
& TRANSFER CO. 


PHILADELPHIA WARE- 
HOUSE CO. 




























| DENVER, COLO. PHILADELPHIA, PA. SAVANNAH, GA. 
| UNION TRANSFER & PROVIDENCE WARE- THE TOLEDO WARE- 
| STORAGE CO. | HOUSE CO. HOUSE et 
1309-19 Lagrange treet. 

| INDIANAPOLIS, _IND. | PROVIDENCE, R. 1 TOLEDO, nie 








CARLOAD RATES Less Carload Shipments 


WAKEM & McLAUGHLIN, Inc. Operating nine warehouses, bonded and free. Regular com 


CHICAGO - ‘i a NEW YORK bined car service to and from all points; we are the pioneers 
WAREHOUSEMEN—BANKERS—CUSTOMS BROKERS—FREIGHT FORWARDERS 








BUFFALO, N. Y. CHICAGO, ILL. LOUISVILLE, KY. 
INTERNATIONAL FORWARDING CO., LOUISVILL: J > WAREHOUSE 
BUFFALO STORAGE & CARTING Manhattan Building. Foreign and COMPANY, ING. Tempore pat export 
CO., 350-356 Seneca St. “Unsurpassed domestic freight forwarders, con- freight contractors, transfer and re- 
facilities’ for storing, handling, trans- solidators, distributors, warehouse- shipping agents, custom house brok- 
ferring and forwarding goods. Tele- men and custom house brokers. ers. Bonded and free warehouses 
phone No. 633. Our motto: SERVICE FIRST. 








DAVENPORT, IA. 


CHICAGO, ILL. SCHICK’S EXPRESS & TRANSFER] ST. LOUIS, MO. 





a ae FREIGHT FORWARDING co., 118 and = West ie a me 

. INC., 443 Marquette Bldg. Car- General transfer and orwarding , > <u, a »onded 

load distribution to all railroads at agents; reshipping; storage: ware- Se end ee enor facili 
Chicago without teams; L. C. L. ship- house. Carloads or less consigned to ties a rom tle iandled convahaan 
ments of machinery forwarded at re- our care will be delivered promptly. “ sp ptly - 


house entries attended to. Insurance 


duced rates to all principal western 18c. Track connections. 


and Pacific Coast points. 





DETROIT, MICH. 


THE READING TRUCK CO.. Sixth and BONDED EXPRESS & TRANSFER 

ongress Streets. Authorized cartage CO. Distributors of bulk shipments, 

MIDLAND yarn it gg agents for the Wabash and Canadian earloads or less. Consignments 5° 
FER CO., 43d and Robey Sts. Belt Pacific railways and for the Anchor licited. 


line warehousing and reshipping with- 
out teams. Carloads received rail or 
jake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


IAne steamers. Special attention given 

to distribution of carload freight for 

two or more parties. Merchandise de- el 
livered as ordered. 





SALT LAKE CITY, UTAH. 


G. W. SHELDON & CO., Monadnock | “OS ANGELES, CAL. A. STIEFEL PIONEER TRANSFER. 
Block. Import and export freight con- LOS ANGELES TRANSFER CO., 330 Kearns Building. General trans! 
tractors, warehousemen and insurance South Broadway. Baggage and freight and distributing agents. Cark 
agents; custom house brokers and distribution; consignments and car- tribution our specialty. Reliab’ 


eustom house attorneys. loads our specialty. Established 1885. prompt. Established 1872. 
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YOU NEED IT 


Railroad Traffic and Rates 


By EMORY R. JOHNSON and GROVER C, HUEBNER 
(UNIVERSITY.OF PENNSYLVANIA)I 

An unbiased text-book for the student of trans- 
portation, both in and outside of the railroad 
service. Explains in detail the development of 
the rate-making in different sections of the coun- 
try, the organization of the traffic departments 
of typical lines, the division of laber, the han- 
dling of Red Ball freight; how freight and pas- 
senger records are kept. Freight, passenger, mail, 
express and Pullman traffic exhaustively treated. 

This work is the result of long study by its 
authors. In addition, it has had tho benefit of 
the criticism and suggestion of prominent rail- 
road men who are specialists in their particular 
fields. 

Two volumes, over 900 pages, illustrated with 
over 150 charts, maps and reoroductions of forms 
actually used on American railroads today. 
Thoroughly up-to-date. 







Price $5.00 Net; Postage 42c Extra 


THE TRAFFIC SERVICE BUREAU 


Old No. 126—- 30S0. MARKET ST., CHICAGO, ILL. 
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aay. WE COAST LINE NER 


DETROIT Ms pc TOLED 
CLEVELAND. ACKIN PT. HUROR 
BUFFALO 
NIAGARA 


oat * a ; , Fane 
HE luxuRY OFA I KE TRIP E 
— will you spend your summer vacation? 9% 
Why not enjoy the charms of our Inland Seas, the 
.. most pleasant and economical outing in America? 
ly. service is operated between Detroit and 
ftevelend Detroit and Buffalo; four trips weekly 
between Toledo, De aaliphamat Ilend and way 
ports; three trips weekly een Toledo, Cleveland 


special steamer will 
be mg two trips ees from June 15th to Sep- 
csenper | aves cay at Detroit at be onaes C4 
erich every other tri .—Special 
A —Railroad Tickets cand, Daring July an 
d 2 cent stamp for Illustrated Pamphlet and 


Great Lakes oe 
Address: L. G. Lewis, G. P rt * Detroit, Mich. 
Philip H. McMillan,Pres. A.A. Schantz, Gen’! Mgr. 
Detroit & Cleveland Navigation Co. 








LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS TRAFFIC CLUBS 


The National Industrial Traffic League. ILLINOIS. Neerteen the se ee bie 
Object—The object of this league is Lake County Manufacturers’ Association. Car] K. Landes, Secy. ™ 
to interchange ideas concerning traffie et ape nee Dh ape iat detain The , Transportation Association. 
x % pleme a ehicle As ” Angell, Pres.; L. 
matters, to co-operate with eo rept tion. W. J. Evans, Freight Traf. Mgr., The Traffic Club of New ~ Ah —g Fr B here 
state Commerce Commission, state » American Trust Bldg., Chicago, Ill. riman, Pres.; C. A. Swope, Secy. 


road commissions and transportation Sterling 


companies in promoting and securing Manufacturers’ and Shippers’ Eyman, Pres.; Guy S. McCabe, Secy. 


better understanding by the public and Association, 


In charge of traffic at industries at Bedford, Pres.; C. W. 
the state and national governments ef Sterling and Rock Falls, Ill. The Traffic Club of St. eo 
the needs of the traffic world; to secure BE. F. Lawrence.........+..--. President Pres.; A. F. Versen, Secy.-Treas. 4 
proper legislation where deemed neces- ht a 5 — eee spe ees The Traffic Club of Pittsburg. O. M. Blls- 
q +, spe : - worth, Pres.; T. J. Walters, Secy, 
sary, and the modificatien of present W. EB. Long........+0.-- Traffic Manager The Transportation Club of Indiana oll 
laws where considered harmful to the a John L. Ketcham, Pres.; L. E. Seoma, 
free interchange of eommerce; with the MINNESOTA. Secy. 


view to advance fair dealing and to Northeren Pine 


promote, conserve and protect the com- tion, H. S. Childs, Secy., Minneapolis. er” Byrnes, Pres.; Wm. C. Brown, 
mercial and transportation interests. MISSOURI. The Transportation Club of Cincinnati, 


Membership—Those eligible as members 


missioners or other officials in charge St. Louis. 


of traffic of industrial or commercial Commercial Club. H. G. Krake, Comm’r, The Transportation Club of Toledo. Thos 


organizations and traffic officers ef rep- St. Joseph. 
resentative shipping concerns in the 


United States. ’ ve The Traffic Club of Newark. Chas. Mil- 
Bide onsas City, ee a ee bauer, Pres.; E. G. Weill, Secy. 

Officers a asd vos Mins cu -, Gontie. F. W. Parker, 

J. C. Lincoln, President, NEW YORK. eg BRN Bee f 
Comm’r Merchants’ Exchange Trafic jibany Chamber of Commerce. Wm. B. Sa a aoe eee 
i penton St. Louis, Mo. Jones, Secy., 95 State St., Albany, — > Norvell, Pres.; W. R. urtey, 
Hopkins Vice-President, ae RIS The Railroad Club of Kansas City, Mo. 
Mgr. Transp. Dept. Board of Trade, TENNESSEE, James L. Marens, Pres.: Claude Man- 

Chicago, Il. The Memphis Freight Bureau. F. M. Nor- love, Secy. 

W. D. Hurlbut. Sqquetncy-Tessauret, fleet, President; L. R. Donelson, Vice- The ‘Transportation and Traffic Club, 


M., Wisconsin Pulp & Pulp & —_—" le President; Jas. §, Davent, Commis- Birmingham, Ala. L. Sevier, Pres.; 
‘39 Jackson Bivd., Chicago 


Business Men’s League. P. W. Coyle, The Transportati 
@re traffic directors, managers, com- Comm’r, 614 Bank of Commerce Bidg., | ae 2 on, tion eas.  Sehring: 


Kansas City Transportation Bureau of he Traffic Club of St. Paul. J. R. Jones, 
the Commercial Club. H. G. Wilson, 


sioner, Memphis, Tenn. O. F. Redd, Secy, 




























The Traffic Club of Chicago. Frank P. 
The Traffic Club of Philadelphia a. a 


Manufacturers’ Associa- The Traffic Club of New England, Boston. 





O. G. Fetter, Pres.; C. C. Spalding, Secy. 


Secy. 
Conlon, Pres.; L. G. Macomber, Secy. 


Pres.; A. L. Bowker, Secy. 
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A Valuable Combination 


of 
Up-to-date Traffic Literature |} «.. 


FOR YOU 


Tariff Circular No. 18-A. 





Supplement No. 1 to No. 18-A. 
Conference Rulings Bulletin No. 5 


Supplement No. 1 to Bulletin No. 5, and 
The Act to Regulate Commerce, or 
Regulations for the ‘Transportation of 
Dangerous Articles Other Than Explosives 


ONE DOLLAR 


CASH WITH ORDER - - - - STAMPS ACCEPTABLE 


THE TRAFFIC SERVICE BUREAU 
30 South Market Street - CHICAGO 





